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RAILROAD CAR WINDOW. - 


We find great satisfactionin presenting the 
accompanying engraving of an invention of 
Mr. George 8S. Knapp, of Winona, Minnesota, 
inasmuch as it is intended to simplify the 
problem of railroad car ventilation, and for 
this purpose makes use of the car windows 
which have hitherto been the only resort for 
fresh air and at the same time have been a 
very great nuisance. It is proposed to sub- 
stitute for the sash sliding in vertical grooves, 
which is at present generally in use, one 
which may be swung horizontally about 
either vertical edge so that, in whichever di- 
rection the car is moving, the window may 
be always opened toward the rear-of the 
train. The object of this is obviously to pre- 
vent the air laden with dust and cinders from 
rushing in at the window and to cause an 
outward current. by means of the partial 
vacuum produced at the aperture. In this 
way the occupants of each seat can produce 
for themselves a draught which will not in 
any way interfere with their fellow passen- 
gers. When sucha strong outward current 
is produced at the window we think few diffi- 
culties will have to be met with in the intro- 
duction of fresh air free from dust. 

The window sash is made of the usual 
form, but with holes through the side rails, aa 
in figure 2. Into these holes are inserted 
rods which are connected with the thumb- 
pieces, bb, and kept apart by the spiral spring, 
ce. By pressing together the thumb pieces 
the ends of the rods are withdrawn from the 
stationary frame, BB, and the sash may be 
swung outward as shown in figure 3, revolv- 
ing upon the remaining pair of bars as pivots, 
To provide for holding the sash open any dis- 
tance, and to prevent it from swinging too far out, one end 
of the arm, d, is pivoted to the centre of the lower 
rail of the sash and the other end to the thumb-piece, f, 
which slides along the bar, e. To prevent inexperienced 
persons from releasing both sides of the window at the 
same time and allowing it to fall out and also to prevent 
the opening of the front side and allowing an inward 
current of air, to the annoyance of other passengers, a 
locking device may be attached to the plates, bb, with a 
key in the hands of the conductor who will keep the 
front sides of all the sashes locked. 

Fuller information with regard to this invention may 


be obtained by addressing Mr. Geo. 8. Knapp, Winona, 
Minnesota. 








—The Mayor of St. Joseph, Missouri, last week in- 
structed the City Attorney to make preparations for in- 
stituting a suit against the St. Joseph & Council Bluffs 
Railroad Company, to recover the amount paid by the 
city for right of way for the road, on the ground that 
the company has forfeited this, by violating their con- 


tract, in consolidating with the Missouri Valley Rail- 
road. : 


—A southern trunk line is to be built in Otago, New 
Zealand. A contract has also been let for the construc- 
tion of a line between Dunedin and Port Chalmers, in 
thejsame" province. 
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HINTS AND SUGGESTIONS ON TRACK REPAIRS. 


BY WILLIAM 8. HUNTINGTON. 








Ina previous article attention wascalled to two opera- 
tions connected with track repairs, viz: drawing spikes 
and shimming. Owing to the importance of these two 
operations, and the many details connected with their 
performance, together with the careless manner in which 
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it is generally done, it would not be a difficult task to fill 
a tolerably sized volume on the subject. Indeed, this has 
often been done on matters of far less importance ; but it 
is better, perhaps, to act on the principle that “a word to 
the wise is sufficient.” At all events, people are not 
generally slow to act upon any hints that may seem to 





Fig. 3. 


their advantage when once their attention has been 
briefly called to matters in which they are interested. 
What has already been said on the subject of shimming 
may be considered sufficient ; but there is room for a few 
further remarks on the subject, especially with regard to 
shimming under ties on open culverts, trestle work, etc. 


Blocks, or shims, of several inches in thickness, are fre- 
quently used in such places, and as they are out of sight, 
they frequently work out, and remain outa long time 
before it is discovered. In all such places shims should 
be securely fastened by nailing or spiking them to the 
stringer. It may be said that any one would know that; 
but if any one will get on a locomotive, and ride over 
some roads, they will notice that the engine generally 
makes a lurch at every culvert or cattle-pass it comes to; 
and if they will look for the cause of this, they will find 
it, in most cases, owing to the shims being out from 
under a portion of the ties. 
Engineers on some roads can 
tell in a dark night exactly 
where they are without tak- 
ing any notice of surrounding 
objects, by a certain rolling or 
pitching motion of the engine 
when passing certain cattle 
guards or culverts. It is not 
likely that the shims would re- 
main outso long on any road 
that engineers would notice it 
to such an extent as this; but 
while they are out the rails be- 
come bent in the surface, and 
no amount of wedging or 
shimming will straighten them 
afterwards. There are roads 
of considerable length where it 
would be a difficult matter to 
find a straight rail ona cattle 
guard or open culvert on the 
entire length of the road; and 
this is owing mainly to shims 
working out from under the 
ties, or from under the ends of 
rail-plates, when no cross-ties 
are used. 

At other times the rail be- 
comes bent by frost heaving 
the track at each end of the 
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Fig. 2. 


culvert, thus carrying the soil up and the ties 
| or rail-plate with it, leaving the rails with no 
support for the width of the culvert or cattle 
guard, and then the rails must of course set- 
tle under the weight of passing trains, until 
they reach their former bearing. Track is 
not unfrequently raised gradually by the ac- 
tion of frost to the height of several inches 
and this leaves the iron the same distance 
above its bearing, unless it isshimmed. In frosty localities, 
the action of frost should be closely watched, as shims that 
are thick enough for to-day’s use may not answer to- 
morrow, owing to the constant raising of the track by 
the action of frost, and such tracks need shimming often. 
There is no railroad company in cold sections of the 
country but has suffered more or less from lack of atten- 
tion to this matter by section men, not only when frost 
enters the ballast, to put in shims, but when it is leaving, 
to take them out when necessary ; and, although, as pre- 
viously stated, it is best under some circumstances, to 
let shims remain, it is, under others, necessary that they 
be removed to prevent accident. Track men cannot be 
too vigilant in this respect, and there are other matters 
connected with the action of frost which are frequently 
overlooked, and which it may be proper to mention here. 
Planks at road crossings are frequently raised by frost 
so as to be caught by the pilot, and cause more or less 
damage. Sometimes these planks are raised so that they 
are grooved and scraped by bolts hanging from the pilot 
or from brake beams, and no notice is taken of it until a 
plank becomes loose, and then comes the mischief. 
These planks should be watched and kept in a safe con- 
dition by taking them up and picking away from under 
the ties the frozen ballast, which is usually the cause of 
the plank being disturbed. It is obvious that if the ties 





rise with the plank, there can be no danger ; but when 
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the planks are raised by the expansion or heaving of the 
ballast between the ties, so as to draw the spikes from 
the ties, or if the spike has so firm a hold in the tie as 
to draw the spike-head through the plank, it then 
becomes dangerous, and should be attended to. 

Wood-piles are sometimes tipped over upon the 
track by the action of frost in the spring of the year, as it 
is leaving the ground. In winter long piles of wood are 
often piled as near the track as possible, leaving barely 
room for the safe passage of trains, and the frost coming 
out, or snow and ice melting, may leave the side next 
the track first, when the top of the pile may be thrown 
so near the track as to be dangerous. When it is dis- 
covered that a wood-pile is settling toward the track, it 
should be carefully watched and not watched too long be- 
fore taking measures to prevent it falling on the track. It 
may appear safe when the jar of an approaching train 
would shake off afew sticks which would be sufficient to 
cause trouble; at least this has often been the cause of 
trouble which might have been prevented by the exer- 
cise of a little care on the part of track men. 

REPAIRING SWITCHES, FROGS, ETC. 

In yards where much switching is done, running off 
at switches is a frequent occurrence, and switch rods are 
often bent so that the gauge of the switch is much too 
narrow in consequence. If these rods are not straight- 
ened, the ends of all the rails at the head of the switch 
are exposed to rough usage, as the switch rails will not 
meet in line with the others. It is best always to keep 
spare rods on hand, to be used in case of a run off. The 
bent rods can then be taken to the shop and straightened 
for future use. Rods may be protected by placing a tie 
at each side of them, leaving just room cnough between 
the ties for the rod to move freely. In case of a run-off, 
the ties will relieve the rods of the weight of the wheels 
and prevent bending. 

A great deal of iron is spoiled at switches, or worn out 
much sooner than it would be if properly cared for. 
The throw of switches should be nicely adjusted, so that 
the head of the switch will mect in perfect line with the 
ends of all connecting rails. It is not uncommon to see 
iron at switches exposed to the action of wheel flanges, 
and cut and gouged to such an extent as to require re- 
moval before it has served out half itstime. Connecting 
rods should be so constructed that they may be length- 
ened or shortened, as may be necessary, to adjust the 
throw of the switch, so as to prevent unnecessary wear 
of iron and, also, a considerable needless wear of locomo- 
tive flanges. 7 

There are certain kinds of frogs which need a great 
deal of attention to keep in place. The ordinary cast 
steel-plated frogs are bad in this respect; but they are 
rapidly going out of use, giving place to elastic frogs 
and what are known as rail frogs. All short frogs are 
difficult to keep in place, and probably the rail frog is 
superior to all others in regard to stabllity. Frogs are 
often neglected after they become loose, both in their 
bearings and laterally. <A little neglect in this matter 
often results in the breaking of the frog or in injuring 
the trains, and not-unfrequently in both. 

Much injury is caused at frogs by putting a new frog 
with old iron; that is, iron that has been in use so long 
as to be worn down considerably lower than the frog. 
Or sometimes a rail of lower pattern is used next the 
frogs, wnich causes the frog to be severely pounded by 
every wheel that passes. There is scarcely anything 
more disagreeable in railway practice than running a lo- 
comotive over the hard, square, unyielding end of a steel- 
plated frog that is from Yy to 1g an inch higher than the 
connecting rail; but if you call the attention of the track 
man to it, he is very likely to tell you that “it will soon 
wear down to the rail, and then it will be all right.” Or 
perhaps he will tell you it is none of your business. 
When there is the slightest difference, between the height 
of your frog and rail, it should be remedied by using 
shims of iron plates to bring them toa level. A nick 
should be cut in the plate for the spike, to prevent its 
working out. If the rail is higher than the frog (which 
is rarely the case), it can be chipped off on the botttom 
so as to correspond with the height of the frog, and it 
will pay to be very particular in doing this kind of 
work. , 

The fastenings to guard rails should be of a more sub- 
tantial character than they often are, as a loose guard is 
not by any means pleasayt or profitable. It is common 
to use cast fastenings on a great many roads, but there 
are guards on many roads with no fastenings but a large 
quantity of ordinary spikes, and a short guard rail can- 
not be well secured by any amount of these alone. In 
the absence of castings, it is common to fit a piece of 
plank into the throat of the guard and spike it to the 
tie. This answers a good purpose, but not less than two 
should be used to each guard rail, and the more the 
better—as many as there are ties to spike them to. One 
of these braces alone if placed near the middle of a 
guard rail, is worse than nothing: for this reason: there 


is, of course, more or less strain on the end of the guard 
rail, as it is pressed by the flanges of wheels, and if no 
fastening but spikes is used at the end they will yield 
considerably ; when, if there is an unyielding fastening 
in the middle, as is often the case, the shock takes effect 
in the opposite direction, at the other end of the guard; 
and as trains pass in different directions the action is re- 
versed, the guard rail acting as a double lever, with the 
single plank or casting in the middle asa fulcrum. In 
this manner a guard rail will soon be knocked loose, and 
not unfrequently thrown entirely out of the track, and 
the man who spiked it will wonder why it is that the 
brace he took so much pains to place there did not pre- 
vent its getting loose, when it was, in reality, the cause 
of it. 

The inefficiency of short guard rails was mentioned 
in a previous article on tracklaying; but as they will, 
no doubt, be frequently met with by repair men, I should 
advise them to take them up and throw them in the 
scrap heap and put some good long ones in their places, 
such as can be secured in place, so that they can perform 
their office (which is an important one) satisfactorily at 
all times, instead of being a nuisance, as many of them 
are. . 

The common practice of putting a piece of plank or a 
car stake between the frog and the guard rail for the 
purpose of securing the latter is a bad one, as guard rails 
sometimes receive severe pounding, and in this way the 
frog must receive a portion of the shock, which will in 
time disturb itso as to loosen the spikes which hold it 
in place, unless it is well shouldered into the cross tim- 
bers which support it, which is not always the case. 
There is usually an immense amount of useless tinkering 
done among frogs and switches which amountsto nothing, 
except to pass away time which the company must pay 
for; and it would be better, if track men employed in 
the yard cannot find something to do which will be a 
benefit in some shape or other, for them to go and sit 
down somewhere and wait for something to turn up, 
when they can work to some purpose. 

A great deal of work is done on track repairs before it 
is needed, for the sake of being busy, which is a useless 
waste of time and money. It is an old adage that “ any- 
“thing that is worth doing at all is worth doing well,” 
and this is especially true of anything pertaining to 
track work. When any job is done, it should bein a 
thorough manner, and to some purpose, and not to fritter 
away time. Of course there will occasionally be a slack 
time, or times when there is nothing particularly urgent 
on hand to do, and it is at these times that the foreman 
of track repairs should look about him to see where his 
men can be best employed for the interest of the com- 
pany. 

RENEWING TIES. 

If ties have been selected and laid according to the 
suggestions at the commencement of this series under 
the head of “Hints on Tracklaying,” there will be 


no difficulty experienced in properly replacing 
old ties with new ones; otherwise it will be 
a difficult job to do it properly. I do _ not 


mean to be understood that it isa very difficult aftair 
to take out a decayed tie and put a new and 
sound one in its place, as is done ordinarily; but to do 
it as it should be, requires considerable care and atten- 
tion. This is generally regarded as so simple an 
operation that it is often left in charge of the most 
ignorant and stupid men on the section, or rather it is 
often the case that the work is done by a squad of 
inexperienced men set at it with no one to act as fore- 
man, under the doctrine that any man, or gang of men, 
that does not know enough to do that ought not to be 
employed on a railroad in any capacity. This is a mis- 
take, and a serious one too, and one which some of the 
best trackmen in the country are laboring under. It is 
not generally known by section masters, or even road 
masters,that a small tie hasa heavier weight to sustain than 
a large one, and for this reason it requires considerable 
skill and intelligence to manage properly the apparently 
simple operation of renewing ties. It is of course well 
understood that a small tie will settle into the ballast 
further under the same load, than a large one, and, as 
previously mentioned, the rail will, in consequence, 
spring considerably more when supported by a small tie 
than when over a large one. Now let us suppose that 
several small ties are placed next to several large ones 
and that the small ones settle an inch more than the 
large ones (which is not an extravagant supposition) ; it 
is obvious that the small ties are subjected to a blow of 


one inch, in excess of what the larger ties have to 


sustain. In other words, if there is six tons’ weight on 
the drivers of a locomstive, the small ties must support a 


the large ones, whatever that may be. 





as great care is necessary in renewing ties as in laying 


six or eight tons, more or less, as the case may be, falling | 


weight in excess of the large ones, equal to the falling | 
of six tons, the distance the small ties settle in excess of | 
For this reason | 





them at first, to keep them as uniform as possible in 
regard to width. 

Of course it is mainly the business of section men, in 
renovating ties, to remove only such as are decayed; and 
when ties vary much in size, as they usually do, it is 
only the small ones that require removal, as the large 
ones are capable of doing duty for a year or perhaps 
several years longer, and if they have been assorted 
when first laid, and those of a uniform size laid together, 
of course they will be so far decayed as to render it 
necessary to remove them all at once: that is to say, 
that if all the small ties are laid in sets by themselves, 
they will all need to be taken out at one time, when the 
next or adjoining set (length of iron), being larger, may 
remain for a time longer. In this way the rail will 
receive a uniform support, as well when the new ties are 
under it as it did with the old ones. If the ties were 
first laid promiscuously, without regard to size, then it 
will only be necessary to take out a tie here and there; 
and as a new tie, well tamped, gives the soil a more solid 
foundation than an old one, it has a bad effect on rolling 
stock, and on the track also, as will be apparent on a 
little reflection. When track has been laid long enough 
for the ties to become decayed, the road-bed and ballast 
have become solid, and, although the tie may be some- 
‘what soft and yielding, the gravel under it is hard and 
solid; but when a tie is taken out and a new one put in 
its place, the ground must be disturbed so that the new 
tie lies on a soft, yielding bed, while those at either side 
of it are more solid and firm. The condition of track in 
regard to its solidity, is subject to two changes under 
the operation of removing ties when it is done at 
random: first, by disturbing the road-bed under a por- 
tion of the ties as above, while it remains solid under 
others; next, after the second tamping of the new ties, 
which is necessary soon after they are put in, they 
become the most solid by reason of the greater solidity 
of the wood and an equally solid bearing in the ballast. 
If any one will take particular notice when riding on a 
locomotive over a track when ties have been removed, 
the track appears to be very uneven in the surface. 
Thus it will be seen that there is room for the exercise 
of as much care and attention in the simple operation of 
renewing ties as in laying them at first, in order that the 
track, and the company, may receive to full benefit of so 
expensive an operation. 
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Railroad Enterprise in the South—Proposed Levee Rail- 
roads—General Beauregard and the 
Jackson Road. 
New Orveans, June 5, 1870. 
To THE EDITOR OF THE RAILROAD GAZETTE. 

The number of Railroad enterprises, in operation and 
in a state of incipiency throughout the South, when 
placed before our minds as an aggregate industry, amaze 
us by the vastness and extent of the energy displayed. 
From every prominent point in the interior and on the 
coast of the Gulf and Atlantic, lines of railroad are pro- 
jected, and a large number are 1n course of construction, 
so as to make tributary to these, the traffic of those sec- 
tions whose produce finds outlet at these outlets. There 
are long lines crossing each other in almost every de- 
gree of latitude and longitude in this southern country. 
The system is also daily increasing in favor and extent, 
by reason of the energy that is displayed by the pro- 
jectors of new lines as well as the rapidity with which 
the majority of those which are under contract are be- 
ing pushed toward completion. 

Of some of these lines in course of construction noth- 
ing is known outside of their immediate vicinity. 
Among these I may instance a road which is being built 
from Little Rock, Ark., via Pine Bluff and the bank of 
the Mississippi to this city. A large portion of the 
grading is done on this road for about sixty miles from 
Little Rock. The chief feature of the structure is that 
the road bed is to answer the purpose of a levee, which 
is made sufficiently above the highest floods to secure 
perfect immunity against overflow. Thus this company 
will reclaim an immense amount of surface that has 
hitherto been untenable. With regard, however, tothe 
character of the land thus reclaimed, I desire to place 
your readers on guard, that when they purchase they 
may do so intelligently. The warm land lying along 
these western rivers to the extent of from one to three 
or four miles from the waters edge is always very rich 
and fertile, and the only available  tillable sur- 
face in the vicinity. Behind this belt, toward 
| the interior, the land is cold, with only occasional lines 
of fertile, warm ground running to any distance. 
Hence, on land of this character there are very few set- 
tlements. Yet much of this land is offered for sale by 
speculators. So I caution those who propose to buy 
swamp or bottom lands along the rivers in the South, to 
| make careful inquiries concerning the character of the 
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soil they propose to buy, and be well secured against 
being cheated in their purchases. Those who wish to 
locate on good, fertile and available lands, can get any 
amount they desire immediately on the banks of the 
rivers, and within the line of the warm belt, and 
thus secure certainty of crops, convenience of landings, 
and every other requisite incidental to successful plant- 
ing. Open lands of this kind can be bought by the 
settler at much cheaper rates, comparatively, than he 
can make a place out of the forest. 

The feature of building of railroads on levees is des- 
tined to work a very material change for the better 
throughout the lower valley of the Mississippi from com- 
merce in Missouri to the Gulfof Mexico. A vast amount 
of railroad can be built on straight lines of levees, and 
thus not only the convenience of rapid transit to markets 
will be secured to settlers, but also the desirable protec- 
tion against overflow, as well as the improvement of 
navigation that will ensue. 

I notice that a line of railroad on levee embankment has 
been taking shape recently in the hands of parties who de- 
sire to establish a road from Memphis to St. Louis on the 
west bank of the river. As the work is one of the most 
important in the South, and promises to yield immensely 
profitable returns, not only on account of the shortness 
of the line, which will invite through travel, but also 
because of the great increase of value which it will give 
to the large body of fertile lands that will be reclaimed 
from overfiow and their present primitive inaccessibility. 
Nearly all the new lines of railway that are projected 
in this section, and many of the completed or partially 
completed roads that can be used in extending long 
through lines, are in possession of keen, enterprising 
and energetic men, who usually represent shrewd capi- 
talists in the North, who seek safe investments, By 
reference to the map of the Southern States, it will be 
seen that all the lines of railroad now permanently 
before the people and that are exciting the attention of 
railroad builders are located through rich, fertile and 
easily accessible farming lands; sections noted for their 
immense wealth of mineral deposits along water courses 
which are available for motive power for manufacturing 
purposes, and having grand outlets either to other 
important lines, or to large commercial centres. There 
are very few railroad lines now being pushed in the 
South whose franchises and privileges are worthless. 
Nearly all of them promise such profitable results that 
they are being eagerly and rapidly absorbed by the 
shrewdest railroad capitalists of every section. 

The present shape of the New Orleans, Jackson & 
Great Northern Railroad case, in which McCoombs and 
the levees of the Mississippi Central are seeking posses- 
sion, promises, an early solution. The Governor of 
Mississippi has declared war on the administration rep- 
resented by General Beauregard. and proposes to take 
the Jackson road under his owm charge, unless the terms 
of the Mississippi Central are accepted. The Creole 
General is very plucky, however, and proposes to fight 
it out on his line if it takes all the year: Thus far he 
has met every injunction with counter wits, and with 
his personal claims as the President of his road proposes 
to continue the law-suit for possession until his claim is 
settled by the Supreme Court of the United States. 
McCoomb, however, is a formidable antagonist and will 
certainly get possession. So soon as this happens, some 
changes will occur which will exhibit the vast influence 
of the organixation which has been working laboriously 
to make a through and continuous line from New 
Orleans to the great bridge over the Ohio at Louisville. 
Anything that will insure speedy transit and prevent 
delays in the shipment of passengers and freights 
between this city and the Eastern sea ports and North- 
ern commercial centres will suit us. 

The railroad enterprises of Alabama are absorbing 
more attention than those of any other portion of the 
South. A variety of interests is developed in that great 
agricultural, mineral and manufacturing domain, which 
are exciting an intense interest on the part of capitalists, 
and hence there is more live and active work being done 
there than any where else in the South. During the 
summer, a number of the lines now being built will be 
put into active operation, and the competition promises 
to be very spirited between the rival routes. 

The latest addition to the link of operators here is 
Capt. Whittemore, the General Southern Agent of the 
“Bee-Line” from Indianapolis via Bellfountain, Crestline, 
Lake Shore, etc., to Niagara Falls and New York. This 
office is under the City Hotel, New Orleans. The com- 
petition between the representatives of the various 
lines is unusually spirited at present, on account of the 
very large number of travelers daily leaving here for 
the resorts in the interior, Canada and the sea shore. 
Personal popularity, good social qualities and a keen 
scent for travelers, are the qualities necessary to.a good 
agent here They are therefore all alive and working, 

CLAUDE. 





Testing Rails. 





It is impossible to draw up any specification for the 
manufacture of rails which will be generally applicable, 
as the quality of the iron and coal and the method of 
manufacture vary widely in different districts. The 
specification question is one of the widest that it is pos- 
sible to discuss in connection with the manufacture of 
rails; and it does not appear that the results obtained 
from the use of minute specifications prepared by en- 
gineers are universally, or, indeed, frequently, satisfac- 
tory. Mr. Sandberg has, it is true, left a very wide 
margin to discretion of the maker; but even with this 
qualification the specification he has prepared, though 
useful as a guide to skilled inspectors like himself, would, 
in all probability, mislead civil engineers, who, as a rule, 
know next to nothing, practically, of the manufacture of 
iron. As regards the minute details on which the obtain- 
ing of a successful result really depends, all books on the 
manufacture of iron are absolutely silent. It may be 
urged that engineers who choose to spend some time in 
watching the actual manufacture of rails must learn all 
that is to beknown. It is quite true that much informa- 
tion may be thus acquired ; but it is also true that little or 
none is so picked up by the —_ body of engineers. 
If an iron-works manager is ceermined that the in- 
spector or visitor shall learn nothing, he may rest as- 
sured that he will learn nothing. Indeed, the art of 
making wrought iron from the pig is so complex in its 
nature that a competent knowledge of the way to make 
a good rail in any district can only be acquired by years 
of practice. As a result, we have seen specifications 
drawn up by engineers of reputation which were laughed 
at by every iron master that examined them; and the 
engineers themselves have seen rails made under their 
own eyes ina totally different way, and of excellent 

uality, without knowing that the specification had been 
Tesarted from. As to the best means of obtaining a 
good rail} it is quite certain that a specification alone will 
not secure it. 

The system of ting oe is variously carried out by 
different individuals. Mr. Sandberg peeee the follow- 
ing :—“ Supports to be solid iron blocks, 4 feet apart, a 
half-ton ball falling on the head of the rail from 4 feet 
for 40 lbs., 444 feet for 45 lbs., 5 feet for 50 Ibs, 5 feet 
6 inches for 55 lbs., 6 feet for 60 Ibs., 6 feet 6 inches fore 
65 lIbs., 7 feet for 70 lbs., 7 feet 6 inches for 75 Ibs., and 8 
feet for 80 lbs. rail. | One rail out of every 1,000 must be 
tested, and if not broken the whole 1,000 will be accept- 
ed; but if broken ten rails must be tested from the same 
make, and for each of these standing that test ninety- 
nine will be accepted.” This is fair enough and as good 
asany other, ifit only be properly carried out; but we re- 

ret to say that owing to the excessively low prices offered 
for rails stipulated to bear severe tests, and the necessities 
of iron masters, various systems of “jockeying” have been 
used with success in testing rails that the most worthless 
rubbish has been passed off as excellent. A favorite 
method of cheapening the cost of manufacturing rails is 
to stow two or three cwt. of pig iron in a puddling 
furnace in addition to the usual charge. The extra 
iron, as we may call it, is so placed that it does not 
melt till the true charge is puddled; it is then drawn 
down into it, the balls hastily formed and taken to the 
squeezer or steam hammer, where by dainty manipula- 
tion they are brought to the form of blooms, then rolled 
off at high speed, low heat and with a light draught on 
the rolls, to puddle bars which are one-half cast iron. 
The unwary observer need know nothing of this, but 
the yield of the puddling furnace is nearly doubled. 
The system cannot be carried out witha helve hammer, 
but*with a steel hammer which pats the puddling balls 
lightly as a lady’s hand, or with a properly managed 
squeezer, the thing can be done easily enough, although 
we cannot find that any writer on the manufacture of 
iron knows anything of the trick. 

to the details of the manufacture of the rail from 
this and similar material we shall not enter; indeed they 
would be unintelligible to the general reader. We have 
now to see how a bad rail may be tested so that it will 
appear to be a good one. The events we are about to 
record took place within the last dozen years; the firms 
concerned were “ highly respectable,” but for sufficient- 
ly obvious reasons we withold their names, and those of 
the different localities in which they are situated. 

A foreign order for rails reached one of these firms. 
The price was low, trade bad, the test unreasonably 
high, it must be admitted, considering the value placed 
on the rails by the purchasers. The rails were tested as 
prescribed, and pronounced so good, indeed, that the 
engineers went on increasing the test until the ram could 
be lifted no higher. The order was executed, and the 
rails sent abroad. How they turned out we do not 
know, but we do know that they were not worth even the 
low price paid for them. The test was simply an 
ingenious fiction. The inspectors never took the trouble 
to examine the “monkey.” If they had done so they 
would have found that the striking part, instead of bein 
one with the “ monkey ” rested on about six inches thic 
of yulcanized india-rubber, which took off the greater 
— of the shock or strain. The thing was cleverly 

one, and would take in an average inspector. 

In another case an order was given under nearly simi- 
lar circumstances. A -number of rails had been made, 
tested and passed. The inspector wasa foreigner, not 
ge wey A brilliant, and knowing little or nothing of the 
English language. One morning the testing of rails had 
just commenced ; a thundering blow had apparently been 
stricken on the rail, but the inspector remarked that the 
rail moved very little. The ram was raised and in 
fell from a smaller height; the inspector took off his 
gloves, went down on his knees, and found that the 
“monkey ” had not touched the rail at all this time. The 
guides, instead of being parallel, approached each other 
at the bottom, and abso vos d took up the whole shock of 
the descending ram as a brake stopsa train. The thing 
was in this instance overdone. The inspector very 
properly rejected all the rails previously passed, and the 
company lost nearly £10,000 e making a mistake of a 
quarter of an inch in setting the slides of the testing 
apparatus. 


The third species of dodge—if we may be allowed to 
use slang for the moment—requires to be very skillfully 
carried out by several confederates. In the first place, 
a few rails are made of the very best iron, regardless of 
expense, precisely similar in size and section to the rails 
to be tested, and the “monkey” is removed to some out 
of the way corner of the works where the inspector 
“can have it all to himself in peace and quietness.” Next 
the direct road from the mill or store is somehow blocked 
up when any testing is going on, by coals, or by iron, or 
excavations, or bricks. A rail can only be got to the 
“monkey” by a circuitous route. The rail to be tested 
is chalked by the inspector, and carried off by a lot of 
men. In going around all the curves in pursuing his 
devious route to the “monkey” the inspector is sure to 
lose sight of the rail around some corner. There is 
always somebody to retard his steps a little. The result 
is that the rail is always changed on the road, and the 
luckless inspector never tests anything but a rail of 
extra fine quality. It will probably be said that such 
things cannot be. We do not know whether these 
a are perpetuated in the os day, but we do 

now that not many years ago they were done. - 

Let it not be assumed for a moment that we believe all, 
or indeed any considerable number of iron masters or 
managers would be guilty of acts which we forbear to char- 
acterize as they deserve: onthe contrary, we believe that 
for the most part tests are honestly conducted, and rails 
are made honestly to specification. But to assume that all 
iron masters and managers are above practicing what 
are euphemistically termed “ tricks of the trade,” would 
be to assume a great deal too much. We shall offend no 
honest man by a plain statement of facts; and for the 
vexation of dishonest men thus exposed we care noth- 
ing whatever. Our purpose has been, in the first place, 
to show that no amount of care in the preparation of a 
specification, or attention to the details of testing, can 
secure satisfactory results, which can only be had by 
placing orders in the hands of firms—and there are scores 
of such—who will honestly and conscientiously supply 
the quality of rail asked for and in the second place supply 
such engineers, whether young or old, as purpose to un- 
dertake the task of inspecting, with a few hints as to the 
difficulties they may have to encounter when a maximum 
quality is required for a maximum price. “A good arti- 
-cle is always worth paying for,” runs the old saw. It is 
a pity that railway companies too often appear to forget 
that it applies to rails as well as to other articles of com- 
merce.— The Hngineer. 








Coal-Burning Locomotives. ° 





A complete treatise on the various devices which have 
been suggested, patented, or employed, to enable loco- 
motive engines to burn coal instead of coke without 
smoke, would constitute a very bulky volume indeed. 
Yet the number of such devices in actual use in this 
country, and at this minute, is exceedingly small, Loco- 
motive superintendents have apparently arrived at the 
same conclusion as many other thoughtful ey 
who accept the fact that while it is possible, under al 
circumstances, to burn coal without smoke, it is very fre- 
quently not worth while to resort to the — es- 
sentially necessary to securing this end. In plain En- 
glish, it does not pay to prevent or consume smoke 
when the prevention or consumption can only be effected 
at the cost of loss of,power, or by the use of complex 
and expensive boilers, fire-boxes, and smoke-preventin 
apparatus. In the neighborhood of the metropolis an 
large non-manufacturing towns our railway companies 
find it cheaper to burn a smokeless, or nearly smokeless 
coal, than to resort to the use of a coal perhaps a shade 
less expensive, which can only be prevented from giving 
out clouds of smoke by great care, incessant attention on 
the part of the stokers, and the adoption of fire-boxes and 
boilers troublesome to make and costly torepair. One by 
one all the so-called systems of coal burning are disappear- 
ing from our great railway lines, and the normal type of 
locomotive furnace of the present day is identical with 
that of a period when the general consumption of coal 
in locomotives was a thing yet undreamt of, with the ad- 
dition of a brick or roan | arch, and a scoop deflector, 
supplemented by a steam blower in the chimney. The 
substitution of coal for coke in locomotive working dates 
back as far as 1837, when as and Chanter introduced 
modified grates. They were followed by Dewrance and 
a host of others; and it is indisputable that very smoky 
coal indeed has geen burned without causing any great 
annoyance to the — by the use of various devices 
more or less complex. It must be borne in mind that 
the first locomotives ever worked, burned coal only ; but 
such locomotives as those of Blenkinsop, Trevithick, or 
Stephenson, constructed — to the Rocket, did 
not convey passengers. They were worked, not before 
the public, but in comparatively isolated districts where 
pelt was not regarded as an especial. evil to be com- 
plained of; and the substitution of coke for coal may be 
regarded as a refinement introduced to please the tastes 
of a totally different race, at a period when every item 
of railway expenditure was calculated on a princely 
scale. As soon as it was discovered that the possession 
of railway shares did not necessarily increase a man’s 
income, first steps in retrenchment commenced, and 
costly coke gave way to coal. No engineer ever doubted 
that as much steam could be made with coal as with coke 
in a given time—though some individuals, not 
engineers, entertained serious doubts on the sub- 
ject—and the best endeavors of the inventors were 
therefore confined to finding out and embodying in 

ractice those conditions under which coal could be 
eee without smoke; and as the manner of many in- 
ventors is, they, as a body, always used the most bitumi- 
nous coal they could get. The result was that smoke was 
kept down with difficul ty in costly boilers. It remained 
for the present generation of locomotive superintendents 
to find out that the best and cheapest remedy for smoke 
is to burn a coal which only makes it in moderate quan- 
tities. No heavily smoking coal has ever yet been burned 
in locomotive fire-boxes without causing a nuisance, or 





entailing more;trouble than it was worth ; and so we find 
that in all locomotives of the latest type, with a very few 
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exceptions indeed, the old-fashioned horizontal grate, 
and approximately cubical fire-box is used, just as though 
coke was to be burned, a brick arch and a scoop being 
the only additions to an arrangment dating back to the 

ear 1832. We believe it would be difficult to pick out 
half-a-dozen locomotives in England built during the last 
twelve months, and excluding the South-Western Rail- 
way, in which combustion chambers, step grates, steeply 
inclined grates, or midfeathers can be found. Where 
these things exist now they are being done away with. 
For example, Mr. Martley, of the London, Chatham & 
Dover Railway has greatly modified the boilers of 
nearly all his heavy mixed engines of the “Swal- 


low,” “Stork,” &c. class hese engines had 
Cudworth grates of great length and _ steep 
pitch, separated by a midfeather, the boilers 
being, for the most part flush. These _fire- 


boxes have been taken off and replaced with square, or 
nearly square, boxes of the old coke type, the outer 
shells rising above the boiler barrel instead of being 
flush with it. The side frames have been cut so as to 
bring up the cross tail-plate close to the tires of the trail- 
ing wheels. The size of the foot-plate remains unaltered, 
but the whole engine is shortened by about 15 inches. 
The effort, esthetically considered, has been to convert 
perhaps the ugliest engines in England into very good- 
looking locomotives; while as regards coal, the stones 
has been attended by an immediate and remarkable 
diminution in the fuelaccounts. Ifanything, the engines 
make less smoke since the alteration than they did before, 
even with the same coal. We find it not easy to doubt 
that other locomotive superintendents will follow Mr. 
Martley’s example. 

It may be taken as proved, that no locomotives exist 
which do not give out smoke if a bituminous coal is 
burned on their grates. It is true that such coal can be 
burned in many engines without much, or perhaps any, 
smoke; but in practice this end is never secured. To 
burn bituminous coal without smoke under any circum- 
stances requires more care and skillthan can be expected 
from an ordinary stoker; and it is also essential that the 
engine should be moderately loaded. The great prin- 
ciple of all smoke-burning furnaces is to secure intimate 
mixture of the gases with a sufficient quantity of air; 
but this requires time, or space, which may be taken as 
equivalent terms. It may be quite possible to burn cqal 
without smoke at the rate of 20 pounds per foot of grate 
per hour, when it would be impossible to burn double the 
quantity without producing dense masses of smoke ; but 
a stoker firing an engine struggling with a heavy load 
will do all he can to burn as much coalas he can in a given 
time. The result may be seen onany North country rail- 
wa As mitigants of smoke, the brick arch, the scoop, 
and the blower are as efficient as any more complex and 
expensive devices; and as the best result to be had in 
practice is apparently only a mitigation of the evil, 
whether the smoke-preventing devices are costly and 
complex, or cheap and simple, cheapness and simplicity 
are naturally preferred. And, afterall, is the production 
of some smoke such a serious evil? Where smoke in 
any form is intolerable, or, at all events, untolerated, it 
seems there are but two ways of getting rid of the 
nuisance, The first is to burn coke; the second to use a 
smokeless coal.— The Hngineer. 








The Atlantic & Great Western Railway. 


The following circular has been issued by James 
McHenry, President of the Atlantic & Great Western 
Railway Company to the bond and debenture holders. 

a It is dated May 19, at the office of the London agency : 

The Atlantic & Great Western Railway was introduced 
into Europe in 1857, with the active assistance of the 
American Ministers in London and Paris, and supported 
by letters from Governors of States (one of whom is now 
Chief Justice of the United States), from members of the 
Cabinet, of Congress, and of the Judiciary in the several 
States through which the railway was to be constructed, 
and from leading bankers. 

Thus vouched it was not difficult to raise the necessary 
capital. 
them rapidly to completion. At the end of 1864 the 
road was opened throughout; and, until the summer of 
1866 the traffic and revenue justified the high expectations 
created by the introductions referred to. The traffic has 

one on increasing in a ratio second to none in the United 
States.* The suspension of paymeyts in January, 1867, 
by a resolution of the Board of Directors, who had only 
the day previously managed to secure their re-election 
for a year, Was a wanton outrage on the rights of credi- 
tors. Since the suspension, by the published statements 





*The annexed official statement for the year ending June 30, 1869, 
shows the traffic of railways, with the same resources for through 
businees, the Atlantic & Great Western having a local business in 
oil and coal to which the others have no pretension; and yet we are 
asked to believe that the Atlantic & Great Western earns enly $10,- 
000 per mile per annum, while the Lake Shore earns $2,000, and the 
Fort Wayne $18,000. 
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well-considered estimates of Atlantic & 
Great Western earnings made by Mr. Oewel, and very closely con- 
oan am ‘Trevithick when acting for the Committee of Lnvesti- 

















Gross |Working Ex-/Net Rev- 

Year. Revenue. | penses. | -enue. 
April | | 1 
SE PEN env accorscsSuecacaan - -/$6{000,000/ $4,080,000—68 |$ 160,000 
1868—1869 ........ | 6,500,000) 4,225, | 1,840,000 
1869—1870 .......... 7,000,000! 4,550,000—65 | 1,005,000 
1870—1871.......... 7,500,0.0) 4,575.000—61 | 2,430,000 
IT —IBER . .occc0vece 8,000,006) 4,880,0.0—61 | 2,815,000 
1872—1873 ....... 8,500,000, 5,185,000—61 | 2,8u0,000 
1878—1874 ....... 9,000,000, 5,400,000—60_ | 3,065.000 
1874—18%5 .... 2... 9,500.00 | 5,700,600 3,245,000 
1875—18%6 ....... 10,000,000} 6,000,000—60 [Egs.on 
bee - (10,500,000, 6,300,000—60 | 3/635,000 








In 1860 I undertook the works, and pushed | 








of the several receivers and the lessees in charge, over 

£3,000,000 is acknowledged to have been earned (but I 

have good reason for believing that the actual receipts 

exceeded £4,000,000) not a shilling of which has reached 
the creditors. To restore the revenues of the 
railway to its proprietors, the radical measures of a fore- 
closure and reconstruction have become necessary, the 
several attempts during three years to arrive at this 
result by other means have from various causes failed. 
What we want, in order to secure to all bona fide credit- 
ors their just rights, is an early issue of the new 
securities according to the proposed plan, and a faithful 
and intelligent working of the road hereafter. There 
is no difficulty in securing sugh a management of the 
new corporation as desired, under the control of General 

M’Clellan as President. 

On the 22d of February, I issued a circular suggesting 
a scheme for a settlement. Since then I have been 
engaged in negotiations with the various committees, 
and parties representing a large amount of the indebt- 
edness, and have agreed upon some modifications, and 
secured such support as assures its success without 
deranging the safe and equitable distribution of the 
revenue; still limiting the absolute engagements for 
coupon payments to the moderate amount required for 
the first and second mortgages, but giving the bonds, 
whose interest is made contingent on the actual ecarn- 
ings, the control of the affairs of the company until it 
demonstrates its ability to meet their demands with 
regularity. 

The modifications consist of :— 

1. Making all the new bonds payable in sterling. 

2. Giving preference shares for the overdue coupons of 
the consolidated bonds instead of ordinary shares. 

3. Giving to the certificates of debenture of 1864, 25 
per cent. of third mortgage bonds instead of ordi- 
nary shares. 

4, Limiting the capitalization of the overdue coupons to 
the 1st of July, 1870, inclusive. ” 

General G. B. McClellan and W. B. Duncan, Esq., of | 
Messrs. Duncan, Sherman & Co., have consented to act | 
as trustees for the carriage of the proceedings on behalf | 
of the creditors, and it is understoog that the Hon. Allen | 
G. Thurman, of Ohio (who from his place in the United 
States Senate, has taken a prominent part in opposing 
the wild schemes of several American railways), will 
become their colleague. Messrs. Barlow, Larocque, and 
McFarland continue to act as Coynsel in New York. 

It is of the utmost importance that the bondholders 
and other creditors should promptly support the compa- 
ny in the present efforts to protect their property by the 
reconstruction proposed. 

Copies of the amended scheme and provisional form 
of assent for signature will be furnished to all creditors 
whose addresses are known. They can be obtained from 
the secretary of the London agency, 5 Westminster 
Chambers, Victoria street, London; also from Messrs. 
E. F. Satterthwaite & Co.,6 Austin Friars, E. C. Lon- 
don; and Messrs. Coates & Hankey, 24 Gresham strect, 
E. C., London. 





JAMES McHEnRY, President. 


In connection with this subject the following from the 
Times and the Telegraph, of London, will be interesting : 
The London Times of the 25th ult. says:  “ Some per- 
sons in Amsterdam, holding a he interest in the 
affairs of the American Atlantic & Great Western Rail- 
way, have put forward a plan of settlement in opposition 
to that just issued in London by the President of the 
line. As it has been the constant aim of the Erie peopte 
to get small knots of individuals by new proposals to 
distract the general body from adopting any scheme that 
might interfere with their proceedings, this new move- 
ment should be regarded with the greatest suspicion. 
The plan of the President contemplates the nomination 
of Gen. McClellan, Mr. Duncan, of Duncan, Sherman & 
Jo., and Senator Thurman to the control of the pr6perty, 
and with these names before them, calculated to inspire 
confidence, it would be strange if the creditors of the 
company were to pay attention to any inferior represen- 
tations. 

The London Telegraph of the 25th ult. also says: “A 
scheme for the reorganization of the Atlantic & Great 
Western Railway Company has been proposed by Mr. 
T. W. Owall, as the agent and representative of the | 
Dutch holders of first mortgage bonds. It is recom- 
mended as an arrangement between the first mortgagees 
and subsequent creditors, which, while preserving the | 
general integrity of the prior mortgagees, and asking | 
from them such concessions only as they may reasonably | 
allow, provides that the prospective merease in the re- 
sources of the company shall be available for the benefit 
of these creditors behind them, The scheme includes 
the sale, under foreclosure,-of three divisions of the road, 
from Salamanca to Dayton, to be produced for the bene- 
fit of the various parties coming into the arrangement, | 
and the issue of three new mortgages tothe amount of | 
$32,5:'0,000, the bonds of which shall have interest and 
principal payable in gold, and of a new stock of the | 
amount of $12,500,000. It is contemplated that the bonds | 
to be issued by the reorganized company will commence | 
to bear interest from the 1st of January next.” 

The London Railway News of the 21st ult. comments | 
as follows on Mr. McHenry’s circular: 


We are glad to be in a position tostate that, after very | 
protracted negotiations between the different classes of | 
creditors of this railway, an agreement has been arrived 
at, by which all conflicting interests are reconciled, and | 
there is now every prospect of the undertaking occupy- | 
ing that position which its intrinsic merit fully justifies. 
It is useless now to record the successive phases of the 
severe struggle which has been carried‘on for the last 
three or four years between one party anxious to obtain | 
the possession and the control of the railway, and 
another, equally as earnest and as perseverir .. .n secur- | 
ing the rights of all who have shown their c » #7 -nce in 
the enterprise. The secret history of this railway may 
one day be written, and it will then be found how deep- 
laid and how skilfully planned were the schemes by 
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| has been received. 


| slur was attempted to be thrown upon the new West- 


which a small section of persons interested in one of the 
leading American railways hoped to obtain the control 
of a property which would have been of enormous value 
to them as an integral portion of their undertaking. 
From a pretty accurate knowledge of what has been 
going on for some time, we are satisfied that the history 
of railway enterprises, even in America, presents no 
instance which reflects greater discredit upon the parties 
engaged in them than the attempts which have been 
made to defraud the bond and shareholders of this rail- 
way of their rights. In the official advertisement 
announcing the completion of the arrangements for the 
reorganization of the company, the President distinctly 
charges that a vast amount of the earnings of the road 
have been kept back from those to whom they rightfully 
belonged, and that there never was, in fact, any necessity 
for the suspension of coupon — The wanton 
suspension of payment was, in fact, buta part of the 
plan artfully prepared by which it was hoped that the 
bondholders would be induced to sacrifice their property, 
and so enable a designing clique to purchase it at a little 
more than a nominal sum, 
* * * * * * * * 

The plan of reorganization which the bond and de- 
benture-holders and open creditors are now asked to 
sanction'is one of a very plain, simple, and practical 
character. It does not ask the surrender of a single 
right, nor the waiver of any claim for dividends past, 
present, or future. It further seeks to place the under- 
taking upon a sound and intelligible footing, to remove 
existings complications, and provide in their place well- 
defined, homogeneous interest-bearing securities. At 
present there are no less than ten different classes of se- 
curities of the line. There are three sections or divisions 
of the railway, each of which has its first and second 
bonds, known as the New York, Pennsylvania, and Ohio 
divisionals. There are then the consolidated bonds se- 
cured on the whole line, the rolling stock, and the ieased 
lines; the certificates of debentures of 1864, the deben- 
tures of 1868, and the shares of the company. Each of 
these interests are more or less conflicting, and each in 
their turn have been employed as a means for attempting 
to break up the undertaking, and obtain the control of 
the may. It is now proposed, in the interest of the 
consolidated bondholders, to obtain a friendly order to 
foreclose and sell the whole railway to trustees, who will 
buy in the property on behalf of a new company, and 
issue new securities over the whole road in the place of 
those which have been issued on the separate sections. 

* * * * * * * * 

All parties represented by the various committees in 
London agree to this plan, and the number of assents 


| already sent in to the office afford the best possible 


evidence of the favorable manner in which the scheme 
There is nothing therefore to pre- 
vent the scheme being carried into effect in a very short 
period. The railway is now in the hands of a Receiver, 
who, according to all accounts, is conducting the affairs 
of the company and working the line in a very able and 
judicious manner, and the agreement with the Erie 
Company for working the railway is only of a tempo- 
rary character, and will terminate in its foreclosure and 
sale to a new company, who will be free to ‘make such 
arrangements for the future as may be considered most 
conducive to the interests of all parties concerned. As- 
suming that all is carried out as suggested—and at 
present, acting under the able advice of Messrs. Barlow 
and others, at whose suggestion this step has been 
taken, there appears to be no doubt upon this point—the 
position of the undertaking will be very vastly improved, 
and the value of the securities will be very greatly 
enhanced. Z 








IRON BRIDCES. 


From the introduction of iron bridges down to the 
present time, there has been a growing tendency on the 
part of engineers to increase the strength of the super- 
structure, not only with the view of providing for the 
passage of heavier rolling loads, but also of reducing the 
intensity of the normal strain upon the metal. In this 
respect the development of iron structures has pursued a 
diametrically opposite path to that of works constructed 
in timber or masonry. Should we wish to cite examples 
of heavy scantlings in roofs, we must go back to the 
middle ages, and those roofs would then be found asso- 





| ciated with walls of very different proportions to those 
| provided by the Metropolitan Building Act. 


There must be some reason for this difference in the 
treatment of iron structures,and we think it will be 
found in the exaggerated estimate originally formed of 
thf strength of iron. Early exporimentallate derived 
their information concerning the strength of wrought 
and cast iron from the fracture of pieces of iron wire, 
and of castings, some ¥y in. thick, and in both instances 
we now know well the results so arrived at would be 
nearly double those attained in full sized structures. 
Again, iron was considered to be so trustworthy and uni- 
form in quality, that it might safely be loaded with one- 
third of the breaking weight, although the timber used 
in connection with it would ordinarily be loaded with 
little more than one-twentieth of the same. 

Whatever the reasons may be, the fact, at least, is in- 
disputable, that for the last quarter of a century engin- 
eers have very generally adopted the system of making 
each succeeding iron bridge a trifle stronger than its im- 
mediate predecessor ; and the result of these accumulated 
increments is that modern bridges are very weighty and 
expensive affairs. It is especially incumbent upon engin- 
eers, therefore, to bear in mind constantly the axiom 
that the true science of bridge building consists in mak- 
ing a sufficiently strong structure with the minimum ex- 
penditure of material, and that there is nothing neces- 
sarily clever in making a very strong bridge. : 

There is no good reason to suppose that the majority 
of existing iron bridges are not sufficiently strong for the 
requirements of future traffic. Some three years ago a 


minster Bridge by the promulgation of a statement that 
passage was refused for the crank shaft of the Hercules, 
weighing, with the lorry, some forty-five tons. The 
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origin of this false report was exposed in our columns at 
the time by a letter from the engineer, but it was again 
reiterated in the columns of a contemporary last week. 
As Mr. Page’s explanation was perfectly satisfactory, the 
public will be quite content to leave the determination of 
the exact position of this renewed statement in the scale 
of mistakes to “ Touchstone” himself. Mr. Page’s sum- 
ming up will probably be simply—mentitur impudentis- 
sume. 

A load of forty-five tons upon four wheels only is con- 
siderably in excess of any weight yet imposed upon 
steel rails, and it is, we think, hardly a fair load for an 
ordinary macadamized road. The load to be provided 
for in French bridges, according to the recent memoran- 
dum of the Minister of Public Works, is sixteen tons 
upon four wheels; our own Government inspectors usu- 
ally assume a weight of thirty tons in their calculations, 
but the unit strain is taken at a higker amount on this 
side of the Channel. Some of the bridges on the Liver- 
9001 Central Railway have to be constructed to carry a 
oad of sixty tons upon four wheels—a distinction they 
enjoy from their proximity to the Mersey Steel and Iron 
Works. 

We hope that the Board of Trade will not be incited 
by recent proceedings in France to swaddle English en- 
gineers witn any additional restrictions as to the strength 
of iron bridges. Attempted generalizations invariably 
entail extravagance in some instances, and there is no 
necessity for the interference of the Legislature, as few 
will deny that our engineers enjoy the confidence of the 
public to at least as great an extent as ordinary Govern- 
ment officials.— Hngineering. 








MECHANICS AND ENCINEERING. 


Rapid Bridgebeilding. 

The bridge of the Columbus, Chicago & Indiana Cen- 
tral Railway over the Whitewater, at Richmond, Ind., 
was burned on Saturday, May 28, at two o’clock in the 
morning. The structure was 553 feet long, with three 
spans, and the height of the track from the surface of 
the stream 74 feet. A telegram was sent to Wells, French 
& Co., bridgebuilders of Chicago, which they received 
at nine in the morning. They loaded 75 cars of timber 
within four days—nine on Saturday night and thirty on 
Sunday—and commenced work on the bridge at Rich- 
mond on Monday morning, with a force of about 225 
men, 75 of whom were common laborers. The trestle- 
work was raised and ready for the tracklayers on the 
next Saturday afternoon, at six o’clock, and the first en- 
gine crossed at five o’clock Sunday morning. The bridge 
was then tested by putting five passenger engines, a pas- 
senger train and part of a freight train on it at once. 
The work was conducted under the direction of Col. J. 
Hill, the Superintendent of the second and third divi- 
sions of the Columbus, Chicago & Indiana Central road. 
This is one of the most notable instances of rapid bridge 
construction of which we have record, and is surpassed 
only by operations in military engineering, where, usual- 
ly, not only are the forces employed very large, but the 
structures merely temporary. 

Adjustable Car Wheels, 

There arrived here yesterday, from New York, en 
route to San Francisco, a car belonging to the New York 
& Erie Railroad, which is on an experimental trip. To 
run a car through from ocean to ocean, it is necessary to 
accommodate its wheels to the different gauges over 
which it will necessarily pass; and while the idea of cars 
with adjustable gauge wheels is by no means a novelty, 
the construction of the car mentioned is new and worthy 
of description. 

In all devices heretofore used for changing gauge, 
grooves have been cut around the axle according to the 
number of changes necessary to be made. It is claimed 
that these notches destroy the strength of the outside 
fibre of iron, and consequently weaken the axel. The 
device on the car which arrived yesterday obviates this 
trouble, by inserting a steel feather key laterally on the 
axle and thus securing the wheel at any point desired by 
means of a band at each end of the hub, fitting in notches 
on the key. The “feather” extends into the axle five- 
eighths of aninch. The car was built in New Jersey, 
and freighted with boots and shoes. Mr. W. B. Snow, 
the inventor of this new patent, has accompanied the 
car from the East here, and will continue with it until it 
arrives at its destination. The trip thus far-has been en- 
tirely satisfactory, and the inventor looks forward toa 
safe arrival at the Pacific, when the utility and practica- 
bility of his device will, he thinks, be satisfactorily dem- 
onstrated. If successful, the Erie company will put 
1,000 cars with this device on the freight line between 
New York and this city.—Chicago Hvening Post, June 4. 
Ohio River Bridges. 

Senator Scott has introduced an amendment to the 
bridge bill for the Ohio river, now before Congress, pro- 
viding that spans shall be continuous, and ninety feet in 
the clear above low water; that the channel span shall 
not be less than four hundred feet, and that the bridge 
shall cross in such a way as to have the piers perpendic- 
ular to the line of the current for one thousand feet 
above and five hundred feet below the bridge. All spans 
which do not conform to the requirements of the act are 
to be increased, and the Government is to pay the cost 





of the change, provided they have been constructed in 
good faith under the previous law. An amendment also 
provides for the reimbursement of certain Pittsburgh 
coal dealers for thirty thousand dollars paid the Balti- 
more & Ohio road for increasing the single span of the 
Parkersburg bridge. 

Mississippi Bridge at Anoka. 

An iron bridge is to be built over, the Mississippi at 
Anoka, Minn. It is to be 200 feet long, will consist of 
two spans, and the iron work will cost $6,800. This will 
be the first iron bridge in the State. 

Bridge at Paterson, New Jersey, 

The bridge of the Delaware, Lackawanna & Western 
road, near Paterson, N.J., is making rapid headway. 
The first span of 160 feet, from the south side of the 
river to the first pier, is now nearly completed, and is a 
massive and striking piece of work. The chords of the 
bridge are of iron, and the trestle work of wood; this 
superstructure begins 40 feet above the road, or 50 fect 
above the bed of the river, and is 20 feet high, the rail- 
road track being upon the top, or seventy feet above the 
river bed. 

Ohio Falls Car Works, 

These works, which are situated at Jeffersonville, Ind., 
opposite Louisville, have recently turned out some re- 
markably elegant cars. - About 600 men are employed 
in the works, which has orders enough to keep them all 
busy. 

An Early Locomotive, 

A correspondent of the Locomotive Engineers’ Journal 
gives the following description of the first locomotive 
that ascended the inclined plain near Philadelphia : 

“The engine was the ‘George Washington,’ and had 
“but one pair of drivers. Engines at that day had tall 
“ smoke-stacks, that were lowered by means of a hinge 
“when approaching overhead bridges. Cabs were not 
“considered a necessary appurtenance. Heaters and 
“ heating pipes had not been thought of at that time. 
“Water was conveyed from tank to pump by leather 
“ hose.” 

New Bergen Hill Tunnel, 

The Delaware, Lackawanna & Western Railroad Com- 
pany have completed plans for a new tunnel through 
Bergen Hill, N. J., about a mile north of the present 
tunnel. It will be four thousand feet long and will re- 
quire three years and a million of dollars for its com- 
pletion. 

Gas for Cars, 

The work of constructing a gas house near the Union 
Depot has been commenced by the Pennsylvania Rail- 
road Company, with a view to lighting the cars on that 
road with gas. The necessary apparatus is now being 
put in several of the passenger cars at Altoona. Pipes 
with flexible attachments will lead from the gas tank to 
the depot platform, and through these the gas will be 
forced into the tanks in the cars. Enough will be taken 
ata timeto burn two nights. The arrangements will 
probably be completed in about a month. It will be re- 
membered that gas was used in the carson this road 
several years ago, but its use was discontinued, on ac- 
count of public prejudice against it.— Pittsburgh Hvening 
Chronicle. 


Plan for the Acquisition and Control of Railroads 
by the State. 


Every business man has occasion to know that the 
best interests of business are not properly subserved by 
our present system of railway management. The evils 
of the system have been pointed out, in these columns, 
many times during the past ten years. Simply stated, 
the proposition is this: That these national highways 
are managed so as to inflict unnecessary burdens upon 
the public; that the maximum of rates are imposed for 
the minimum of service given, and that the railway com- 
panies, instead of reducing fares as their receipts increase 
over their expenses, are constantly trying to find some 


way to increase their capitals without cost to themselves ; 
thus making high rates of fare perpetual, and a most 
burdensome oak a most unnecessary tax is laid upon 
every man, woman and child in the community. This 

eat injustice is fully understood by legislative bodies, 
y Boards of Trade and business men generally, and in 
consequence of numerous representations made to the 
Legislature of Massachusetts, a commission was chosen 
two years since to report means for obviating the great 
and increasing evils. The commissioners have now 
reported in a printed volume, in which the evils of the 
present system of management are properly given, 
and the remedy plainly pointed out. The report 
is written by kaward Crane, Esq,, and is signed 
by E. R. Mudge, Esq., Hon Nathaniel B. Shurtleff, 
and E. Atkins, Esq., of the State Commission. 
It proposes to form a number of Railway Trust Compa- 
nies—five in all—which shall take the place of the 
present railway corporations. The present principal 
roads are formed into «convenient groups, governed by 
local position and interest, and each one of them is to be 
placed in the hands of a Trust Company, composed of 
thirty Trustees, chosen by the Legislature from among 
the business men of the community, but no member of 
the legislature shall be eligible as a trustee. This Board 











of Trustees is to choose five of their number as man- 
agers ; a President, Clerk, and Treasurer, none of whom 
shall be trustees, and their duties and salaries shall be 
fixed by the Board. One-sixth of the trustees are to 
go outof office every year, and their successors are to be 
elected annually by the Legislature. The thirty corpo- 
rators chosen are to have all the powers and privileges 
of a railroad company, but cannot mortgage the prop- 
erty acquired, nor issue notes or bonds. fter the Trust 
Company is formed with an amount of capital stock suf- 
ficient for the oer Ee it is empowered to take posses- 
sion of the roads at a valuation fixed by the condition 
of the original charters, paying therefor in its own 
stock, which shall have the State guaranty to pay seven 
per cent. per annum; and a sufficient amount of the 
rust Coneeay* shares are then deposited with the 
Treasurer of the State for a sinking fund, which shall, 
in the course of a given number of years, pay for the 
entire property, leaving it free to the people forever, 
To show the operation of this plan we take the case 
of the Boston & Albany road, which, according to the 
terms of the charter, the State has a right to take pos- 
session of by paying the original cost, and ten per cent. 
per annum less the amount of dividends already paid 
which shows the price to be paid to be $115 per eve 
The proposed Trust Company starts with a capital of 
$40,000,000. Eighteen a Sen of the capital, as a 
sinking fund, at 34¢ per cent. semi-annually, will pur- 
chase the remainder of the capital stock, at 15 per cent. 
advance, in twelve years three months and nine days, as 

follows, viz. : 
400,000 shares at....... .... $100=$40,009,000 








Sinking Fund.......... TERS °° ** ccoccscccces 100== 18,000,000 
220,000 shares at............ $100 
To be purchased........ 220,000 ehares at............ 
ist 6 months will purchase 5,478 shares at 
2d * * 5,670 * 
3d as 5.868 
4th 6,074 
5th 6,286 
6th 6,506 
7th 6,734 
8th 6,970 
9th 7,214 
10th 7,466 
lith 7,727 
12th 7,998 
13th 8,279 
14th 8,568 
15th 8,868 
16th 9,178 
17th 9,499 
18th 9,832 
19th 10,175 
20th 10,531 
Qist 10,901 
224 11,282 
23d 11,678 
Mth 12,086 
25th a ** 12,509 
8 months and 3 days 
will purchase........ 6,623 
12 years 9 months and 3 
days will purchase. ..220,000 shares at........ »+-$115 per share 
is $25,300,000. 


So that at the end of this period the State comes in 
possession of the entire road and property. The shares 
of this and the other Railway Trust Companies, by the 
terms of the Law, will not be subject to any State or 
municipal tax and can be profitably held by insurance, 
saving banks and other trust companies. The other 
groups of roads are to be treated in the same manner, 
the proceeds being expedited by adding the $4,000,000 
released from the Boston & Albany purchase to the 
sinking funds of the other roads, We copy the concluding 
portion of the report showing the operations of this 
consolidated sinking fund :—We may then add this capi- 
tal, $40,000,000, to the amount of the sinking fund of 
the Boston & New York Railway Trust eee which 
at the end of twelve years and six months will be $59,- 
081,106, thus making a total of $99,081,106, which, at 
three and a half per cent. semi-annually, will purchase 
the remainder of the stock of the last named company, 
or 103,729 shares (at $115 = to $11,918,892) in one year 
and seven months, or in fourteen years three months 
and twenty-five days from the commencement. At the 
end of said term, this consolidated sinking-fund will 
amount to $1 10,999,998. Add this last named sum to the 
amount of the sinking-fund of the Atlantic & Ontario 
Trust company ($25,317,233) at the end of fourteen 
years, and we have a total of $126,817,231. This will 
purchase the remainder of the stock of the Atlantic 
& Ontario Railway Trust Company in two years 
and seven@ months, or in _ sixteen ears and 
eleven months from the start, and the consol- 
idated sinking-fund will then amount to $151,249,- 
997. This sum added to the amount of the sinking fund 
of the Boston & Portland Railway Trust ,Company, at 
the end of sixteen years six months, ($9,020,118) gives 
$160,270,115, which will purchase the remainder of the 
stock of the Boston & Portland Railway Trust Compa- 
ny in a little less than one year, or in seventeen years 
ten months and twenty-two days from the start. The 
consolidated sinking fund will then amount to $171,183,- 
303. This sum added to the amount of the sinking-fund 
of the Boston Railway Clearing and Depot Company, at 
the end of seventeen years and six months ($6,441,724) 
gives $177,625,027, and the remainder of stock of the last 
named company will be purchased in about four months, 
when the consolidated sinking-fund will amount to $178,- 
000,000. By the railway returns of 1868 it ap that 
the paid-in capital and the debts of the following-named 
corporations, viz. :—Boston, Clinton & Fitchburg, Cape 
Cod, Cape Cod Central, Connecticut River, Fitchburg 
& Worcester, Lexington & Arlington, Milford & Woon- 
socket, New Bedford & Taunton, Pittsfield & North 
Adams, South Shore, Taunton Branch, and the Worces- 
ter & Nashua, amounted to $8,506,037.17, which our 
sinking-fund of $178,000,000 would purchase in about 
six months. The consolidated sinking-fund may then 
be devoted to the purchase of the stock of the Northern 
Railway Trust Company, including, in this State, the 
Boston & Lowell and the Nashua & Lowell railways, 
and in less than twenty years the State may own all the 
railways herein nai ed, or provided for, free of debt.— 
American y Times. 
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NORTH MISSOURI RAILROAD. 


Report of the Directors for the Year Ending February 
28, 1870. 





The directors report to the stockholders that, during 
the past year, ending February 28, 1870, the business of 
the company has been as large as was anticipated a year 
ago. During a large part of the year, the lack of suf- 
ficient engines and cars hindered the prompt and 


satisfactory transaction of business to a considerable 
extent, and also prevented us from receiving much that, 
with sufficient means for its transaction, we could have 
obtained. As far as we have been able, this want has 
been remedied, but if the business continues to increase, 
as we anticipate, many additional engines and cars will 
be required. 

At the end of the previous year, February 28, 1869, 
the company possessed oe locomotive engines. 
On February 28, 1870, it had sixty-three engines, and 
eighteen more have been ordered and will soon be 
received. : 

The company has cars of different classes, as follows : 

Thirty-five passenger coaches. . 

Fourteen baggage, express, and mail cars. 

Twenty caboose cars. 

Four hundred and ten box freight cars. 

One hundred and twenty-two stock cars. 

Two hundred and fifty-four flat cars. 

Forty-four coal cars. 

Two wrecking cars. ’ 

The increase in the number of cars is as follows: 

Fifteen first-class passenger coaches. 

Six baggage, express, and mail cars. 

Eleven cabooses. , 

One hundred and twenty-five box freight cars. 

Thirty-tive stock cars. 

Twenty-five coal cars. 

One wrecking car. ‘ 5 

The company has also built twenty dirt cars, thirty- 
two hand cars, and two iron cars. 

During the year the road-bed and track have gener- 
ally been kept in good order. The increased traffic has 
begun to wear the iron, and, during the year, consider- 
able amounts of new iron were bought, and old iron 
re-rolled, in order to keep up the repairs. 

The earnings have been as follows: 





From transportation of freights...........+-sssee+seee- $1,113,209 83 
ap ni Of PABBEDGETS.........-ececccessss 806,572 56 

= By Ie soa ns 0sitins 000s 006000 51,358 24 

= te is wicainsciscmesseaanecesaus 51,908 33 

© ~—- miscellamecOUS BOUFCEB......... creer eeeeeesens 61,487 09 
Total earmings...... ....cccccccseeces eaieanins $2,084,486 05 
Expenses (7934 per Cent.)..........sseeeceeeeeeeeeeceees 1,652,362 07 
Net Carnings......ccc..sscccccccccsccrccscvecs $432,123 98 


The gross earnings of the previous year were $1,037,- 
471.99; increase, $1,047,014.06, or a little more than one 
hundred per cent. . 

During the year the number of pounds of freight 
moved was 607,929,392. The increase in freight earn- 
ings is $589,950.28. 

he amount of the passenger business, and increase 
over the previous year is shown in the following state- 
ments : 
Number of local fares..............:0-+seeeeeeeee 


Amount received for thom. ..............seeceees 
Average amount of each fare........ paebcecnbenae 


In the previous year there were: 


Wamdber Of DOOR MMOS. «0.0.0 sccescccsccccceiscccccee 237,006 

Amount received for them.............-e.+eee0 

Average amount of each fare................+05- 

Showing an increase in the number of fares..... 141,756 

Ana in amounts received for them 

And a decrease of eight cents in the average 
amount of each fare. 


This increase is the more gratifying because it accrued 
notwithstanding a decrease in the rate from five cents to 
four and a half cents per mile, which took effect on the 
ist day of July last. : 


The number of conpon tickets sold by home 


378,672 
$621,579 15 
1 64 


$212,158 95 


officers and foreign roads WaS..........-...++. 29,707 
Amount received for them. ..............-.eeeeee $201,588 93 
In the previofis year the number of coupon 

tickets old was........csccsscsecs paethcwneeces 15,002 
Amount received for them............ -- 2 sees. 88,389 98 
Showing an increase in the number of fares..... 14,705 
And in the amount received................+006 113,198 95 
ro ES eae eee 408,469 
Total amonnt received for them................. $23,168 08 
Tota) increase in the number of fares.... ...... 
Total increase in the amount received for them.. $25,359 90 


The new and incomplete condition of a large portion 
of the road, and many other causes, combined to enlarge 
the proportion of expenses to earnings; and as some of 
these causes have been removed, it is hoped that here- 
after some of these expenses will be so diminished as to 
enable us to make a better showing of net earnings. 

During the year, besides the very large expenditures 
for rolling stock, much money has been spent for new 
buildings, necessary grounds at Kansas City and else- 
where, stockyards, sidings, fences, and other permanent 
improvements; and notwithstanding that much of the 
same character of work remains to be done, yet the com- 
pany Is in far better condition to do a large business than 
itwas a yearago. That this is understood by the stock- 
holders, appears from the fact that the stock is now held 
and sold for about double what it was one year ago. 

The bridge over the Missouri at St. Charles is still in- 
complete, but it is hoped that it will be finished by the 
end of the present calendar year. This is a matter of 
great importance. 

New roads, connecting with ours, are in such state of 
progress that it is hoped that we will have an extension 
to Ottumwa, Iowa, and one to Chillicothe, Missouri, by 
the first of July next. 

Although the business of the current year may not, 
as in that which has just closed, double that of the 
previous year, yet we may justly hope for a very large 
increase. The receipts in March, 1870, exceed those of 
aoe month in 1869 more than one hundred thousand 
dollars. 





The length of the road is as follows: 


St. Louls to Haneasd City. .....ccccccccsccccovccccccccvccess 271 miles. 

Moberly to the Iowa lin@.........sesesseeseeecccrererenenes ws 

COMAIATEA CO QOLMMADIA. 000.000 rcccces ccvncrveccccecsesvccess » * 
NE ccicnnsccccsicncvccncsncedcccacccnsadncesecseceases 382 miles 


The company also operates twenty-three miles of the 
St. Louis & Cedar Raptds Railway, from the Iowa State 
Line to Bloomfield, which will soon be extended twenty 
miles further to Ottumwa, where it will intersect the 
Burlington & Missouri River Railroad and the Des- 
Moines Valley Railroad. 

Track is being laid on a branch from Brunswick to 
Chillicothe, thirty-six miles, which is part of a line to 
Omaha, and which will be the shortest line from St. 
Louis to Omaha. 

The capital stock of the company is now. 
Firat MOTIQAg™e. ....crcercccccccccccveces 


Second mortgage 
Third mortgage.. 






100,000 
4,000,000 


per cent. currency. 


By agreement with the purchasers of second mortgage | 





500 | than a man that never saw one. 


- 5,000,000 | 
The first and second mortgages bear interest at seven | 


fairly carried out and applied with the co-operation of 
the railroad officials, is all the license law that is needed; 
and as I have already stated, it will insure an apprentice- 
ship that will qualify a better class of engineers than is 
possible to obtain in any other way. 

Suppose a license law is passed by each State; then 
the engineer that desires to run in more than one State 


| must procure a new license every time he moves. If an 
| engineer desired to run the whole length of the Lake 


Shore & Michigan Southern Railroad, he would be 
obliged to procure six licenses, as that road runs through 
six States. 

Some engineers think a license law would prevent all 
but first-class men from being — as engineers. 
In my opinion, thousands of men would contrive to pro- 
cure a license that have no more ability to run an engine 
And the idea that some 
engineers have, that with a license law they could dic- 
tate terms to the railroad companies, is simply ridicu- 
lous, if not foolish. 

My advice is to try and improve our abilities, that the 
railroad officials may be induced to adopt the plans now 


bonds, the payment of the interest which matures prior | in force on several of the leading roadc, and thereby in- 


to April, 1871, is postponed five years. 
Of the third mortgage, only $3,000,000 have yet been 





sure the recognition of our merits. If the engineers 
themselves will only make their standard of ability and 


issued, and the interest for the first five years from Octo- | character high enough, there will be no danger but that 
ber, 1869, is ten per cent., payable in the stock of the | they will be sustained by both railroad managers and 


company, and for fourteen years longer at seven per cent. 
currency. : 
BARTON BATEs, President. 








Licensing Locomotive Engineers. 


In the June number of the Locomotive Engineers’ Jour- 
nal, Charles Wilson, who is the head officer of the 
Brotherhood of Locomotive Engineers, presents the fol- 
lowing communication : 


Efforts have been, and are now being made, to procure 
the passage of a law requiring locomotive engineers to 
obtain a license before they will be allowed to run an 
engine. 

t may be possible that a United States license law 
could be formed that would be some protection and 
service to the engineers, but I do not think it possible to 
frame a State license that would be any service to rail- 
road companies, engineers, or to the public. 

The first and most formidable objection to overcome, is 
to prevent any political influence in the appointments of 
Inspectors. If the appointments are left to any public 
official, they must necessarily be of a partisan character, 
and the office of inspector would be given as a reward to 
some ward politician. This would place the engineers 
too much in the hands of wire pullers in politics. 

The next objection is, that it is not in the power of 
any man to determine and decide with any certainty 
upon the ability of an engineer by any theoretical ex- 
amination. The candidate must show his ability by a 
practical demonstration in running an engine. It is no 
answer to say that steamboat engineers can be reliably 
selected by an examination. The duties of locomotive 
and steamboat engineers are of a very different character. 

The engine of a steamboat is worked substantially the 
same as a stationary engine. A locomotive engine is 
worked up to its full capacity on some parts of the road, 
while at other points no power is needed to propel the 
train. The power required to haul a train at a uniform 
speed is as variable as the grade upon the road which the 
train isrun. Anda locomotive engineer must be able 
to judge of the speed of his train, regulate the supply of 
water to the boiler, keep a uniform pressure of steam, 
see that all parts of his engine are running cool, observe 
all obstructions on the track, make accurate calculations 
to approach all passing trains on branches at a speed 
that the train can be stopped, also stop at the proper 
place at the stations, this he must learn to do without 
losing time. As his time schedule is fast, and if too 
much time is used at meeting places and stations, the 
train will be behind time when it arrives at the end of 
the road, and the connecting train has left. Passengers 
are disappointed, engineer is blamed, and his reputation 
isruined. Now we think that all will admit that it is 
not in the power of man to determine by an examina- 
tion whether the person examined possesses the neces- 
sary qualifications to successfully perform the duties of a 
locomotive engineer. 

Our point is, that unless it is possible to determine to a 
certainty in regard to a man’s ability to run an engine, 
then the Jicense is of no value to the engineer. If the 
engineer is obliged to show, by a practical demonstra- 
tion, his ability after he has obtained the license, he 
might as well save his money and depend upon his own 
merits and the recommendation of those that are per- 
sonally acquainted with his abilities, to procure a situa- 
tion. 

We have spent a great amount of time in investigating 
this license question, and we have been forced to the 
conclusion that a license law would not be of any benefit 
to the engineers. The only true plan to insure a good 
class of engineers, and afford them any protection, is for 
the railroad officials and their engineers to work together 
in harmony, and establish a regular system of promo- 
tions. 

It is impossible for a stranger to judge a man’s qualifi- 
cations for an engineer. with any degree of certainty, 
compared with those that are in daily intercourse with 
him. And in my opinion the railroad companies, and 
the public will be much better served if the system now 
inaugurated on several prominent roads is faithfully car- 
ried out. The plan is to promote firemen and engineers 
in regular turn, according to time of service, if they 
prove themselves worthy; and both officials and en- 
gineers consult as to the candidate’s ability and charac- 
ter; if no valid objections can be made against him, he is 
as sure of his place as he is to live. This plan is all that 
can be desired when at home. Ifthe engineer desires to 
travel, or change his location, the card given him from 
his Division, should, and will soon be a sure passport to 
any job that he may find vacant, and his card guarantees 
him able to fill, The principles of the Brotherhood, 





the public. 








The Gauge Question. 





There is little or no difference in the expense of work- 
ing a broad and a narrow gauge line, other circumstances 
being equal, This fact is now well established by long 
experience in working the 7 feet broad gauge and the 
narrow 4ft. 81¢ in. gauge in this country. me of the 
cheapest worked lines in the kingdom are on the broad 
gauge. But the narrow gauge is preferable to the broad 
on other grounds. In the first place,a broad gauge is 
dearer to construct than a narrow, and therefore as rail- 
way extensions to some extent must go on, it is not wise 
to make a line on this gauge. In the next place, the 
general gauge of the country being narrow a broad be- 
comes an exclusive gauge, and thus (with few excep- 
tions ) disadvantageous to its owners. The Great West- 
ern has experienced this loss, and is fast remedying the 
defect where the loss has been most felt. The Great 
Western is now more of a narrow than a broad gauge 
line. Another and practically a most important objec- 
tion to the broad gauge in business places, is that freight- 
ers like to have their own wagons, and object to build 
them on the broad gauge, on three grounds: ist, be- 
cause there is a limited market for them in the event of 
a sale being required: 2d, because they can only run on 
the broad gauge; and 3d, because they cost something 
more than narrow gauge wagons in construction. 

Uniformity of gauge is so important that the Pennsyl- 
vania Railroad Company (of America) is rapidly ren- 
dering the several gauges on its route, uniform, if 
it has not already completed the work. The Erie 
Railway Company is contemplating the change of its 
6 feet gauge to the general gauge of America, 4 feet 
81g inches, the sames as ours. In Canada the best 
gauge existed, and still exists to a large extent; 
the gauge which engineers have adopted for our 
great Indian lines, and in other parts of the world where 
railways have lately been constructed, namely the 5 feet 
6 inch gauge, yet the Great Western of Canada is chang- 
ing its gauge from 5 feet 6 inch to 4 feet 84 inch, to suit 
the American gauge; and from what we hear we shall 
not be surprised if the Intercolonial railway be con- 
structed on the narrow gauge, and the Grand Trunk 
gradually change (from 5 feet 6 inches) to that gauge. 
The Grand Trunk has many and growing connections 
with important American lines, and it may not be wise 
to retain a gauge which is unfavorable to traffic inter- 
change, although American ingenuity has devised in late 
years a means of working both gauges with the same 
rolling stock. 

It is not difficult or very expensive to change the 
Grand Trunk 5 feet 6 inch gauge to 4 feet 81g inch—the 
difference on both sides is but 434 inches—and the roll- 
ing stock which works the one gauge can easily be fitted 
permanently to work the other, while the American in- 
vention above alluded to enables an immediate workin 
of both gauges with the same stock.—Herapath’s Rail- 
way Journal, 








—The San Francisco Bulletin, on the anniversary 
of the opening of the Pacific Railroad, thus re- 
views: “From the start, the railroad has had all the 
inward freight its rolling stock could carry. The return 
freight has been light, but is steadily increasing, not only 
in respect to through business, but more particularly to 
way traffic. A considerable trade with the territory is 
being developed. Merchants in the region of Salt Lake 
find that they can do better here than at the other end 
of the road, and orders are coming forward quite freely. 
A merchant in Helena, Montana, has just telegraphed 
for a lot of rice. Our merchants are disposed to culti- 
vate all the interior trade within their reach, and will 
second every liberal move on the part of the public 
freight carriers by a corresponding reduction on the 
profits of the goods which they are thus enabled to sell.” 





lowa Shops of the Illinois Central. 

The Waterloo (lowa) Courter of the 2d says: “The 
“effort to provide the necessary money and land to se- 
“cure the removal of-the machine and repair shops of 
“the Illinois Central Railway Company from the city of 
“Dubuque, and their permanent location in our city, has 
“been successful. Work will commence immediately in 
“preparation for the machinery, and the removal will 
“begin next week.” 
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@Oeneral Railroad Blews. 


OLD AND NEW ROADS. 


Portland & Ogdensburg. 
Track-laying on this railroad has begun at the Port- 


land end of the line. Cars are expected to run to the 
foot of the chain of lakes, at Standish, nearly twenty 
miles out, early in August, and to the upper valley of 
the Saco, in the region of Conway, fifty miles, possibly 
by the end of this year. 





Baltimore, Pittsburgh & Western. 

A dispatch from Akron, Ohio, dated the 2d, says that 
the Baltimore,’Pittsburgh & Western Railroad Company, 
incorporated in that State on the 31st ult. by Zadock 
Street and others, capital $3,000,000, is the Akron and 
Tiffin route for a new trunk line between Pittsburgh 
and Chicago as suggested to the Chicago Board of Trade 
by President Garrett, of the Baltimore & Ohio Railroad, 
and will be pushed through without delay. 

Peninsular of Michigan. 

This road is now completed between Battle Creek and 
Lansing, and on the 13th inst. three trains daily will run 
on it between these two places. 

Michigan Air Line. 

On the section of this road between Three Rivers and 
Centerville, six miles, track laying was finished last 
week 
Grand Rapids & Indiana. 

A considerable force is at work on this line, part of 
which was graded years ago, between Sturgis and Kala- 
mazoo, and track was laid from Sturgis north to Mendon, 
twelve miles, last week. 

Chicago, Danville & Vincennes, 

The annual meeting of stockholders of this company 
will be held on Wednesday the 15th inst. at the office, 
No 163 Washington street, Chicago. 

Pekin & Mississippi. 

The company, organized last month, with B. 8. Pretty- 
man, of Pekin, as President, is expecting to obtain local 
subscriptions to grade and tie the line from Pekin to the 
Mississippi opposite Fort Madison, which will insure its 
completion. In connection with the Indianapolis, 
Bloomington & Western on the east, and a proposed 
railroad across Southern Iowa, it will form a part of the 
shortest line between New York and the Union Pacific. 
Laclede & Fort Scott. 

The subscriptions to the capital jstock of this road 
amount to about a million dollars. 

Missouri, Kansas & Texas. 

This road is completed as far as Fort Roach, Neosho 
county, Kansas, which is 31 miles below Humboldt, and 
145 miles from Junction City, the other end of the road. 
A little more than thirty miles more will bring it through 
Labette county to the Indian Territory line near Cheto- 
pa, twenty miles due west of Baxter Springs, the ter- 
minus of the Mississippi River, Fort Scott & Gulf road. 


Mississippi River Railroad, 

The directors of this company met on [the 3ist ult. 
Mr. Whitehall resigned the presidency and Mr. Norton 
of New York was elected in his place. Mr. A. T. Lacey 
also resigned the vice presidency and W. B. Greenlaw 
was elected in his stead. 

It is the intention of the company to complete the 
road from Memphis to Covington, Tenn., within a year. 
Mr. Thos. H. Millington, Chief Engineer, advertises for 
proposals for the graduation, masonry and bridge super- 
structure of the line between Covington and Ripley, 15 
miles. Proposals will be received until the ist of August. 
Railroads in New Jersey. 

A correspondent of the American Railroad Journal 
writes as follows to correct some errors in an article in 
that paper which was copied in the RAILROAD GAZETTE 
last week : 

“The New Jersey Southern Railroad Company, a 
corporation founded on the ruins of the old ‘ Raritan & 
Delaware Bay,’ owns also the Long Branch and Sea 
Shore Railroad. They are extending the latter road 
northerly on Sandy Hook to a splendid harbor at the 
‘Horse Shoe, where they are constructing wharves 
with over 20 feet of water at low tide. This will be 
their main northern terminus, and having recently made 
a permanent contract with the Narragansett Steam Ship 
Company (Jas. Fisk, Jr., President), the staunch and 
elegant sound steamers “Plymouth Rock” and “Empire 
State” will run between that point and New York. The 
favorite route for Philadelphia travel in summer will 
then be over this route, passing through Long Branch, 
Bricksburg and Manchester to Whitings Mills, which 
point is 65 miles from New York, thence to Pemberton 
over a new branch which is now nearly completed, and 
thence through Mount Holly to Philadelphia over the 
Camden & Burlington County Railroad. This makes 
the whole distance to Philadelphia about 100 miles (some- 
what jlonger than the Camden & Amboy), but very 





attractive, owing to the fact of its running through 
Long Branch. 

“The New Jersey Southern Railroad Company are 
also putting their road in order South of Whiting’s to 
Acto on the Camden & Atlantic Railroad. At Atsion 
it will connect with the Vineland Railroad, now being 
pushed rapidly to completion. 

“At Toms River, which is reached by a spur of 7 
miles from the main line at Manchester, the railroad 
fever is raging, and a branch line is about being started 
to run to Barnegat, 16 miles. 

“A road is also projected and the capital mostly 
raised for a road from Whiting’s, through Barnegat, to 
Tuckerton. 

“The Williamstown Railroad is also being built as a 
spur of 6 miles to the West Jersey Railroad at Glassboro. 

“A road is also earnestly talked of from Heightstown 
to Monmouth Junction on the Camden & Amboy Rail- 
road, and not to Port Monmouth, as your article had it.” 
Canada Southern. 

The Buffalo Zepress says: “The Canada Southern 
Railway is singularly interesting to Buffalo. It isto start 
from Fort Erie, and unite with the Michigan Southern 
at Detroit, through the construction of a loop line from 
Detroit to Jonesville, a station on the latter road. This 
will make a very short line between Buffalo and Chica- 
go. The Canada Southern branches off at St. Thomas 
near London, and carries a line to the Michigan town of 
St. Clair on the St. Clair River, where it will unite 
with a new line thence to East Saginaw, which line 
is to cross the Straits of Mackinaw and join the 
Northern Pacific at Superior City. The Canada South- 
ern will also have close connection with the Pe- 
ninsular Railway of Michigan, connecting at St. Clair 
and terminating in Chicago. That the projected line 
will be in operation and ready for traffic within 
two years, is practically now, we believe, a matter 
of certainty. It can hardly be doubted when we state 
that Mr. William A. Thompson has succeeded in obtain- 
ing as his associates in this Canada Southern Company, 
men of the very highest standing in railway influence 
and personal wealth, such as John F. Tracy, President 
of the Chicago & Rock Island; Sidney Dillon, of the 
Union Pacific; W. L. Scott and Milton Courtwright, of 
the Lake Shore and Erie & Pittsburgh; and Daniel 
Drew, the veteran capitalist of Wall street. On Thurs- 
day last provisional directors of the Canada Southern 
Company met at London and accepted subscriptions to 
stock amounting to $2,000,000. Ten per cent. in gold 
was paid thereon, and transmitted to the Merchants’ 
Bank and the Ontario Bank in Toronto, and placed tem- 
porarily to the credit of the Treasurer of the Province, 
in security of the good faith of the subscribers to carry 
out the construction of the line to its entirety. 

Cincinnati, Richmond & Fort Wayne, 

It was the first rail that was laid on this road at Rich- 
mond last week. The telegram published at “that time 
read last instead of first. About ninety miles must be 
put down before the last is laid. The rvute is nearly 
due north from Richmond to Fort Wayne, through Win- 
chester, Portland and Decatur. 

White Pigeon & Warsaw, 

Considerable progress has been made on this line, 
which is intended to give a southern outlet to the Kala- 
mazoo Division of the Lake Shore & Michigan South- 
ern. Itis completed from Goshen south about seven 
miles. 

Cairo & Columbus, 

Cairo has yoted in favor of subscribing $100,000 in aid 
of a railroad from a point on the opposite bank of the 
Ohio. 

Springfield & Illinois Southeastern, 

The line is completed and in operation from Edge- 
wood, where it joins the Illinois Central, southward 
through Louisville, Flora (Ohio & Mississippi crossing) 
and Fairfield, to the south line of Wayne county, a dis- 
tance of 51 miles. With the section from Springfield to 
Pana, the company now has 92 miles in operation. Large 
quantities of iron have arrived at Shawneetown from 
New Orleans to complete the road from that point. 
Rockford, Rock Island & St, Louis, 

The road-bed is graded and the ties are laid as far 
south as Monmouth, which isa town on the Chicago, 
Burlington & Quincy Railroad, fifteen miles west of 
Galesburg. The Rock Island Union announces that the 
company has accepted the bonus of $150,000 voted by 
Muscatine, and has decided on the river route for its 
trunk line. 

Chester & Tamaroa, 

Work will be commenced on the grading of this road 
at Tamaroa, Ill., immediately. It is intended to com- 
plete the road within a year. 

Ottumwa & St, Paul, 

An engineering party have started northward on this 
line from Ottumwa, Wapello county, Iowa, and are this 
week in Mahaska county. 





Dubuque & Minnesota. 

Arrangements have been made to commence immedi- 
ately the construction of this road from Dubuque north- 
ward. Proposals are called for from contractors for the 
construction of the road-bed from Dubuque to the Tur- 
key River. These proposals must bein by the ist of 
July, when the contract will be awarded upon them. 
Winona & St. Peter. 

The St. Peter (Minn.) Tribune says the contract for 
grading the Winona & St. Peter Railroad from Ward- 
law’s ravine to St. Peter has been let to De Graff & Oo., 
and the work has already been commenced at Kasota. 
It is reported that the road will be extended this season 
from St. Peter to New Ulm. 

Union Pacific, 

The company is employing Chinese laborers west of 
Cheyenne, and some of the workmen displaced are very 
angry thereat. 

Missouri River, Fort Scott & Gulf, 

A preliminary survey for this road has been made 
across the Indian Territory from Baxter Springs, Kan- 
sas, to Preston, Texas, on the Red River. Preston is 
about 220 miles north and 125 miles west of Baxter 
Springs, and the length of the line from Baxter Springs 
to Preston is about 250 miles. The route is said to be 
favorable and the country magnificent. 

The Galveston News says that agents of this company 
are in Texas offering to build the road through that 
State to the Gulf, or to a connection with the Gulf, with- 
in a short time if certain aid is granted. There is no 
question but that such a road would be an enormous 
benefit to Texas. 

Noyo River & Round Valley. 

This California Company was organized on the 26th 
ultimo, with the following d rs: 8. W. Glazier, E. 
Janssen, C. C. Gurnee, Tho - Moore and Richard 
Stretch. Their proposed road will run from the mouth 
of Noyo river, Mendocino county, to Round Valley, in 
the same county, a distance of 45 miles. 


Indianapolis & St. Louis. | 

This road, which is the new line between Indianapolis 
and Terre Haute, built to be operated in’connection with 
the old St. Louis, Alton & Terre Haute Railroad which 
the Indianapolis & St. Louis Company has operated for 
three years, though heretofore it has possessed no road 
of its own. The last rails were laid on the new road this 
week. It is nowhere more than six miles from the 
Terre Haute & Indianapolis road. The ballasting is also 
very nearly completed. 

New Railroads to Quincy, 

The Quincy (Ill.) Herald of June 4 says: “Of the four 
projected railroads in this city, It appears that the Mis- 
sissippi & Missouri River Air line will be the first to run 
cars into Quincy. The entire line from Canton to West 
Quincy will be ready for the iron in a few weeks. The 
parties furnishing the iron say they can have sixty to 
sixty-five miles of iron delivered this season, On the 
Quincy & Carthage road, two hundred men were at 
work on Wednesday, and the force is being increased 
every day. Of the prospects of the proposed road from 
Carthage to Galesburg, which would connect the Quincy 
& Carthage road with Chicago direct, the Carthage Ga- 
zette says: ‘Col. Clark E. Carr, of Galesburg, has had a 
consultation with our citizens, most interested in rail- 
road matters, in reference to the proposed road from 
here to Galesburg, and thence to some point on the Chi- 
cago & Rock Island Railroad. The route contemplated 
passes through Fountain Green and Blandinsville. Col. 
Carr expressed the opinion that Carthage and Fountain 
Green townships should each take $40,000 in stock, and, 
with the aid of a like subscription in all the townships 
through which the lines run, is confident of success. 
Colonel Carr says that Galesburg is ready to subscribe 
$120,000 to the enterprise, and that, as far as the town- 
ships interested had been heard from, they stand ready 
to vote their proper proportion of the funds. We 
learn that the Quincy, Missouri & Pacific Railroad is 
progressing satisfactorily. Propositions have been sub- 
mitted to the people of the township in Atchison county, 
for subscriptions in aid of the enterprise, based upon the 
completion of the road from Brownsville to Rockport by 
December next. Atchison county papers state that the 
subscriptions will certainly be carried. The election 
held in Yeddo township, in Knox county, on Thursday, 
upon the proposition to subscribe $20,000 to this road, 
resulted in 111 votes for and, 88 against subscription. 
The Quincy & St. Louis line has been located, and nego- 
tiations are being made by General Singleton, President 
of the company, for its constrnction. It is expected that 
contracts will be let ina short time, and the work com- 
menced.” 

Shenandoah Valley Railroad, 

A corps of engineers is how engaged in surveying and 
locating a route for the extension of this railroad from 
Charlestown, Va., to Shepherdstown, a distance of ten 
miles. The survey is to be extended to Hagerstown, at 
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which place the road will connect with the Cumberland 
Valley, or the Reading Railroad, as circumstances may 
determine. Shephardstown is on the Potomac, a few 
miles above Harpers’ Ferry. 

Winchester & Strasburg. 

This road has been completed to a junction with the 
Manassas Railroad. The distance from Baltimore to 
Harrisburg by this route is 180 miles. The new road 
completes the railroad counection from Harpers’ Fefty 
up the Shenandoah Valley to Harrisonburg, about 100 
miles. It is to be pushed on through Staunton, Lexing- 
ton and Natural Bridge to Salem, on the Virginia & East 
Tennessee road. It is controlled by the Baltimore & 
Ohio Company. 

Mansfield & Coldwater. 

A committee from Mansfield, Ohio, which has been 
inquiring into the feasibility and prospects of a railroad 
from that place northwest to Coldwater, Mich., reported 
two available lines, each presenting nearly equal advan- 
tages, and not differing materially in distance. The 
northern line runs through Tiffin, Fostoria, Portage or 
Bowling Green, ,Gilead, Wauseon, Master’s Corners 
or West Unity and Pioneer. The southern line runs 
through Carey, Findlay, Alma, Napoleon, Bryan, and 
thence to the junction of the Coldwater road, on the 
Michigan line. One great advantage of this line is the 
incorporation into it of sixteen miles of road already 
built, from Carey to Findlay, worth, with its rolling 
stock, $500,000. Another advantage of the southern line 
is the proposition of a branch from Sturges, Mich., run- 
ning through Orland and Angola, in Indiana, and con- 
necting with the Mansfield & Coldwater road at Bryan. 
The northern line, however, has the advantage of a bet- 
ter farming region, a somggbdt shorter distance, and the 
most available crossing 0 Maumee river. 

Lake Erie & Louisville, 

Strong efforts are being made in Ohio and Indiana to 
obtain subscriptions for this road, in order to extend it 
from its present terminus at Findlay, Ohio, southwest 
through Bluffton and Lima, on its way to Louisville. 
Detroit, Hillsdale & Indiana. 

It is expected that this road will be completed from 
Ypsilanti to Salem by the 4th of July. 


Mount Vernon, Princeton & Eastern. 
The articles of association of the Mount Vernon, 

‘Princeton & Eastern Railway Company, were filed with 
the Secretary of State of Indiana on Monday. The road 
is projected to run from Princeton (a station on the 
Evansville & Crawfordsville Railroad, 27 miles north of 
Evansville), va Owensville, southwest to Mount Vernon, 
a distance of 40miles. The capital stock ofthe company 
is fixed at $500,000. 

Michigan City & Indianapolls. 

This company is just organized to build a railroad from 
Laporte, Ind., to Michigan City, thirteen miles. This is 
intended to give the Laporte & Peru line access to the 
lumber regions and the lake. 


Sterling, Princeton & Bureau Junction. 

An effort is being made to secure the construction of 
a railroad from Sterling, IIL, a little east of south through 
Princetown .to Bureau Junction, where the Peoria 
branch joins the main line of the Rock Island road, a dis- 
tance of forty miles. The Chicago & Rock River Rail- 
road Company offers to build the road if sufficient. sub- 
scriptions are made by the towns on the line. 

St. Louis & Southeastern, 

The contract for grading this road from Shawneetown, 
IIL, to Equality, about ten miies, has been let to Creedon 
& Wilson, of Carmi. It is to be completed by the 1st of 
August. 


Missouri, lowa & Nebraska. 

This company was formed by the consolidation of the 
Iowa Southern and the Alexandria & Nebraska Railroad 
companies, which took effect May 2. F.M. Drake, of 
Centreville, Iowa, is President; E. P. Buell, of Warsaw, 
Ill, Vice-President ; and C. W. Bowen, of Centreville, 
Secretary. The lin@s graded in Missouri from Alex- 
andria to Luray, thirty miles, and the ties are delivered 
onthat part of the line. From Luray the line runs to 
Bloomfield, lowa, about twenty-eight miles, and this see- 
tion remains to be graded. From Rloomfield west to 
Moulton, fourteen miles, the road has been completed for 
some time, and operated by the North Missouri Com- 
pany. Between Moulton and Centreville, about twelve 
miles, a large part of the grading is completed, and a 
small force is at work. 

Detroit & Howell, 

Work on this road has been stopped altogether, owing 
to the late decision with regard to town and county 
bonds. 

Flint & Pere Marquette. 

At the annual meeting in Detroit on the 3d inst. it was 
decided to extend the road this year from its present 
terminus at Averill’s, twenty-six miles from East Sagi- 
naw, westward to the east line of Clare county, about 








35 miles, and to finish it to the Muskegon river, 35 miles 
further and within 45 miles of the lake terminus at Pere 
Marquette next year. The directors resolved to give the 
holders of the bonds the company received from Bay 
county and which have been decided worthless other 
and sound securities in their place, showing thus a sense 
of honor which all corporations should imitate. 

Cairo & St. Louis, 

Engineers have commenced a preliminary survey of a 
route for this road, which is to be made as nearly an air 
line as possible. Its leading managers are largely inter- 
ested in the Chicago & Alton, and it is supposed that 
that company will control the proposed line if it is 
built. 

Ottawa, Oswego & Fox River Valley. 

The Yorkville (Ill.) Record of the 2d says: “On 
“ Wednesday, the 25th ult. nine car loads of railroad 
“ material belonging to the Ottawa & Fox River Valley 
“ Railroad, arrived at Montgomery. It consisted of 5,000 
“ties and the remainder of bridge timber for use on the 
“ bridge across Fox River. It is the determination of 
“Contractor Young to have all the grading between 
“ Aurora and Ottawa finished before June 15, when the 
“men will be free to labor on the extension to Geneva.” 
Work has been in progress for some time at Aurora, 
South of the West Aurora depot of the Burlington road. 
The Fox River road is to cross from the east to the west 
bank of the Fox between Aurora and Montgomery. 
lowa Falls & Sioux City, 

Track-laying on the western division of this road had, 
on the ist, reached Maple River, seven miles east of 
Cherokee. The work is also rapidly progressing west- 
ward from Fort Dodge and the gap, now less than fifty 
miles, will probably be closed by the 4th of July. 

Tebo & Neosho. 

A large number of men have been transferred to this 
line from the Missouri, Kansas & Texas road where 
they were no longer needed. The grading between 
Sedalia and Clinton is completed and the managers say 
that the road will be in running order between Sedalia 
and Fort Scott before October. The distance between 
St. Louis and Fort Scott by this route will be about 300 
miles,—but little more than the distance between St. 
Louis and Kansas City. The Tebo & Neosho itself is 
about 105 miles long. 

New York Central & Hudson River, 

A statement of the affairs of the New York Central & 
Hudson River Railroad Company for the past seven 
months was submitted at the meeting of the company on 
the 3d inst. Itis said that the earnings for that time 
have been $1,000,000 greater than for the same months 
of the previous year and that the operating expenses 
were only 414 per cent. of the earnings. 

Chicago & Michigan Lake Shore, 

Wells, French & Co., of Chicago, have contracted for 
the building of the Chicago & Michigan Lake Shore 
Railroad from St. Joseph Mich. to Holland, a distance of 
about sixty miles. They are now organizing their forces 
with a view of crowding the work to completion at the 
earliest possible day. 


Southern Pacific of California, 





San Francisco voted last Tuesday by small majority in | 
a very small poll to subscribe $1,000,0C0 in aid of a rail- | 
road from that city down the coast to San Diego or a 
point near by. The road is to be built by the same 
parties who own the Central Pacific Railroad and the | 
other railroads of California. The constitutionality of | 
such a subscription is questioned. If the road is built | 
the Central Pacific will command all the land ap- | 
proaches of San Francisco. 
Monticello & Port Jervis. 

This road forms a junction with the Erie Railway at 
Port Jervis, 88 miles from New York. It extends thence 
northward eight miles to Rose’s Park, a place of sum- 
mer resort with mineral springs and many hotels. 
Thence it extends westward to Hartwood, seven miles: 
thence northwestward nine miles to its terminus at Mon- | 
ticello, the county seat of Sullivan county. The country 
is full of tanneries, quarries, and produces great quanti- 
ties of milk for the New York market. The road is not | 
entirely completed but soon will be. 

East River Railroad. 
In DeKalb county, Ind., two townships have voted 
in favor of subscribing $19,000 and two others against | 
subscribing $11,500 to this road, which is proposed to be 
built as an extension of the Detroit, Hillsdale & Indiana 

Railroad. 
Ohio & Mississippi. 

Three passenger trains daily now run from Louisville 
to Cincinnati and St. Louiis over this road and its new 
North Vernon & Jeffersonville Branch. 





| 
| 
| 
| 
| 
| 


Mississippi & Missouri Air Line. 

The company has purchased 800 tons of iron to be laid 
between West Quincy and Canton. The road bed of this 
section will be ready for the track in a few weeks. 


| down the Mississippi to Clinton. 


South Pacific. 

Trains are running to Marionville, Lawrence county, 
about twenty-five miles beyond Springfield, Mo. The 
contract has been let for building the road to Neosho, 
Newton county, which is fifteen miles east and four miles 
south of the southeastern corner of Kansas. 

Jacksonville, Pensacola & Mobile, 

Colonel J. G. Gibbs, Chief Engineer, made a report 
to the Directors, on the 24th ult. in which he stated the 
section between Quincy, Florida, and the Chattahoochee 
river, 21 miles, would be completed in August. The 
bridge across the Chattahochee will be 650 feet in length, 
with a draw of 45 to 50 feet. 

“The location from the Mobile end will also be begun 
“in the next five or six weeks, and pushed vigorously. 
“ The Mobile & Montgomery road propose to let out the 
contract for their road, from Tensas river to Mobile, 
“on the 15th of June, and itmayturn out to be the 
“ mutual interest of this company, and of that, to unite 
“in thecost of the construction of the few miles next 
“Mobile, embracing some very heavy bridging and 
“ piling.” 

At a meeting of the Directors on the 25th, the Jack- 
sonville, Pensacola & Mobile Railroad was consolidated 
with the Tallahassee Railroad, under the name of the 
former. The Tallahassee road runs east only as far as 
Lake City, the road from Lake City to Jacksonville 
being known as the Florida Central. A new Board of 
Directors was chosen as follows: Messrs. M. S. Little- 
field, J. P. Sanderson, E. M. Cheney, A. B. Hawkins, 
Geo. E. Wentworth, Chandler Smith, W. J. Purman, 
Thos. M. White, and M. L. Stearns. 

The following officers were elected by the Board of 
of Directors: President, M. 8. Littlefield Vice-President, 
J. P. Sanderson ; Secretary and Treasurer, F. H. Flagg; 
Superintendent, Robert Walker; Attorney, M. D. Papy. 
Springfield, Clinton & Gilman. 

At the annual meeting on the 7th inst., the President, 
Dr. 8. H. Melvin, submitted to the board the contract 
made with the Philadelphia capitalists for furnishing 
funds to build the road under the supervision of the 
directors. The contract was approved. Bids for the 
work on this road will be received until the 18th inst. 
It is confidently expected that this road will be in run- 
ning order by January 1, 1871. 


“ 


Kalamazoo & South Haven, 

It is rumored that at the meeting of the directors of 
the Kalamazoo & South Haven Railroad on the 4th inst., 
the speedy transfer of that road, by purchase or lease to 
the Michigan Central Railroad Company was talked 
over and decided to be a necessity. 

St. Louis, Vandalia & Terre Haute, 

A grand excursion train of ten passenger coaches and 
about 400 prominent citizens of Indiana apd Louisville 
passed over this road on the way from Indianapolis to 
St. Louis on the 8th instant. The excursion was made 
in honor of the opening of the St. Louis, Vandalia & 
Terre Haute Railroad, which gives a route between St. 
Louis and Terre Haute 24 miles shorter than the old one. 
Trains will soon run by this route through from St. 
Louis to Indianapolis, Louisville, Cincinnati, Philadel- 
phia and New York. 

Milwaukee, Nashua & Marshalltown, 

This is the nume of a proposed railroad from Chicka- 
saw, a station on the McGregor and Missouri River Line 
of the Milwaukee & St. Paul, twelve miles east of 
Charles city, southwest 45 miles to Ackley, the present 
northern terminus of the Iowa Central. It is said that 
parties interested in the Milwaukee & St. Paul will com- 
mence the construction of this line immediately. 

St. Paul & Pacific, 

The Sauk Centre (Minn.) Herald says the suspension 
of work upon the main line of the St. Paul & Pacific 
Railroad has given rise to various conjectures, among 
which is the surmise that the road has been sold to the 
Northern Pacific Company. 

Hannibal & Naples, 

This railroad, which extends from a point opposite 
Hannibal, Mo., east to Naples, on the [Illinois river, 
where it connects with the Toledo, Wabash & Western 
Railway, according to an agreement made in Springfield 
on the 8th inst., is to be consolidated with the Toledo, 
Wabash & Western, which has also acquired the charter 
for building a bridge across the Mississippi at Hannibal. 
A telegram from, Springfield says that work will be 
commenced within a month, and that it will be com- 
pleted by January, 1872. The Hannibal & Naples road 


| is 48 miles long. and forms with the Toledo road almost 
| an air line from Toledo to the Mississippi. 


Dubuque, Bellevue & Mississippi. 

This is the name of the proposed line from Dubuque 
The road will be 55 
«x long and is to be put under contract next fall. It 
has a land grant of 42,600 acres. In connection with 
the air line of the Chicago & Northwestern it will give 
a route to Dubuque 193 miles long, only five miles 
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longer than the present route by way of Freeport and 
the Illinois Central. 


United Railroad Companies of New Jersey. 

The Preident, Mr. Ashbel Welsh, in his address to the 
stockholders, stated that the stock of all the companies 
now amounts to $20,000,000. Their investments have an 
estimated value of $35,000,000. Their debt is $15,000,- 
000. The receipts of the companies are over $10,000,000 
for the last year; the number of employees is 5,000. 
The stock of the companies,Mr. Welsh says, is held by 
3,000 persons, and no one person owns three per cent. of 
the whole, and not more than one or two owned two per 
cent. Mr. Welsh alludes to the fact that the stock is so 
subdivided, and to the existence of large Boards of 
Directors, among the best features of the companies, for 
protection was afforded to the public and to the stock- 
holders. In conclusion, he alludes to the extensive 
improvements made by the companies, and states that 
they are now substituting altogether steel rails for iron. 
Thirty miles of steel rails have been laid, and all the 
roads will be furnished with the improved tracks. 

Great Western of Canada. 

The Hannibal (Can.) Times says that at the meeting of 
the Provisional Board of Directors for the new air line 
railway from Glencoe to Buffalo, held in that city a few 
days since, the order was issued for the stock books to be 
opened at Hamilton on the 8th of July next. Onthe6th 
of July a special general meeting of the stockholders of 
the Great Western Railway will be held at the London 
Tavern, England, in order to take into consideration the 
advisability of affording aid to the new road. At the 
close of that meeting instructions will be telegraphed as 
to the amount of stock to be taken by the Great Western 
Corporation of Canada. Several surveyors have already 
been put to work on the line, commencing at Canfield 
and Glencoe. The company will ask no aid from the 
municipalities in the way of bonuses. The road will be 
built without delay, and it is thought that its construction 
will in all probability defeat the Great Southern scheme 
by rendering it useless. 
Chester & Tamaroa, 

Grading was commence 
the 7th inst. 

Peoria, Atlanta & Decatur. 

The President has lately © cured $135,000 additional 
subscriptions to the stock on the southern end of the 
road, and he expects to have a force at work grading 
very soon. 

Peoria, Pekin & Jacksonville, ; 

This company now runs passenger and freight cars 
through between Peoria and St. Louis, running over its 
own road to Jacksonville, over the Toledo, Wabash & 
Western to Chapin, and thence over the Rockford, Rock 
Island & St. Louis. 


m this line at Tamaroa on 








ELECTIONS AND APPOINTMENTS. 


—At a meeting of the new Board of Directors of the 
Chicago & Northwestern Railway Company on the 4th 
instant, the following officers were chosen for the ensu- 
ing year: President, John F. Tracy, of Chicago; First 
Vice-President, Henry R. Pierson, of Chicago; Second 
Vice-President, M. L. Sykes, Jr., of New York; Secre- 
tary and Treasurer, A. L. Pritchard, New York; Assist- 
ant Secretary, J. B. Redfield, Chicago. John F. Tracy, 
who succeeds Alexander Mitchell as President of the 
company, is also President of the Chicago, Rock Island 
& Pacific Company. The other officers were re-elected. 

—J. R. Bull has resigned the agencyof the Great West- 
ern Dispatch at St. Louis, and accepted that of the Erie 
and Ohio & Mississippi Freight Express Line. His office 
is at the corner of Fourth and Olive streets. 

—S. B. Pullen is appointed Freight Agent of the Ohio 
& Mississippi Railroad at St. Louis, resigning the con- 
tracting agency of the Illinois Central, which is taken 
by William Duncan. 


—The State directors of the Charleston & Savannah 
Railroad Company are Andrew Simmons and G. J. Cun- 
ningham. The company directors are Alex. Isaacs, 
James H. Tyler, James B. Campbell, Wm. 8. Hastie, J. 
Reid Boylston and David Jennings. The general officers 
are: President, Alexander Isaacs; Superintendent, C. 8. 
Gadsen ; Secretary and Treasurer, 8, W. Fisher. 


—The New York & Brooklyn Bridge Company elect- 
ed the following directors on the 6th instant: Henry A. 
Murphy, Isaac Van Arden, Seymour L. Husted, Alex. 
McCue, Henry W. Slocum, James H. Stranhan, John H. 
Prentice, John H. Lewis, Wm. M. Tweed, Peter B. 
Sweeny, Hugh Smith, Demas Barnes, G. T. Jenks, Wm. 
Hunter, Jr., and Samuel McLean. 

—The annual election of the stockholders of the Mil- 
waukee & St. Paul Railroad for the choice of four di- 
rectors for three years, to take the place of four who, 
under the law, retire from the board, took place at the 
company’s office in Milwaukee, on the 4th instant. The 








following gentlemen were elected: L. P. Morton, of New 
York; Jas. G. Garner, New York; Frederick Debille, 
New York; Isaac Sherman, New York. The Board of 
Directors now stands as follows: L. P. Morton, New 
York; Jas. G. Garner, New York; Frederick Debille, 
New York; Isaac Sherman, New York; Alex. Mitchell, 
Milwaukee; Russell Sage, New York; Fred. P. James, 
New York; Selah Chamberlain, Minnesota; 8. 8. Mor- 
rill, Milwaukee ; Julius Wadsworth, New York; James 
Buell, New York. Alex. Mitchell, of Milwaukee, was 
elected President, and Russell Sage, of New York, Vice- 
President of the company. Of the four directors elected 
Messrs. Garner and Morton were members of the old 
board, Frederick Debille succeeds Joseph M. Bokee, and 
Isaac Sherman fills a place which was vacant before the 
election. 


—William Knowland is the ticket agent of the Chicago, 
Burlington & Quincy Railroad at the New York office, 
No. 8 Astor House. He isa brother of the well known 
railroad agent Fred Knowland now New York agent of 
the Pacific railroads. 


—Charles McCabe, late agent of the Great Western at 
Detroit, is now agent for the “ Bee Line,” in Kansas City, 
the said Bee Line consisting of the New York Central, 
the Lake Shore, and the Cleveland, Columbus, Cincin- 
nati & Indianapolis. 


—The stockholders of the Columbus, Chicago & 
Indiana Central Railway Company, on the ist instant, 
elected the following Board of Directors: Wm. D. Thomp- 
son, Abraham Iselin, James A. Roosevelt, Wm. White- 
right, Jr., Frederick A. Fowler, Robert Winthrop, Wm. 
R. Fosdick, New York; Joseph F. Thomas, Philadel- 
phia; Thomas Whittredge, Baltimore; Benj. E. Smith, 
Wm. Dennison, John Gardiner, Ohio. 

—C. D. Montanye, for two years train despatcher of 
the Truckee Division of the Central Pacific, has been 
appointed Superintendent of that division with head- 
quarters at Wadsworth, Ney. 8S. W. Knapp succeeds 
him as train despatcher. 

—Lawrence McParlin has been appointed chief oper- 
ator of the Atlantic & Pacific Telegraph at Buffalo. 


—The annual meeting of the Franklin Telegraph 
Company was held at Boston, Mass, on Wednesday, 
June ist, at the office of the company, No. 2 Congress 
street. George H. Ellery was re-elected President; 
Samuel D. French, Treasurer and Clerk, and the fol- 
lowing Directors: J. W. Brown, Samuel B. Sterns, 8. C. 
French, Oliver Ames, John Duff, Sidney Dillon, Elisha 
Aitkins and Royal E. Robbins. 

—Cornelius Vanderbilt was re-elected President, and 
Wm. H. Vanderbilt Vice President, of the New York 
Central & Hudson River Railroad Company on the 3d 
instant. The old Board of Directors was re-elected, with 
the exception of Daniel Torrance, who was replaced by 
James Marvin. Mr. Torrance declined a re-election. 
Mr. Marvin is one of the newly elected directors of the 
Northwestern, and also of the Rock Island. 

—At the annual meeting of the stockholders of the 
St. Louis, Jacksonville & Chicago Railroad Company, 
held in Jacksonville on the 8th instant, the following di- 
rectors were elected: John J. Mitchell, Alton; Chas. D. 
Hodges, Carrollton; L. E. Worcester, Whitehall ; Henry 
J. Strawn, Mason City; Stephen Dunlap, Jacksonville ; 
N. W. Green, Pekin; George Straut, Peoria; Josiah 
Sawyer, Tremont; Wm. G. Green, Atlanta; John Cre- 


rarand T. B. Blackstone, Chicago. George Straut, of | Stockto 


Peoria, was chosen President; D. B. Howard, of Jack- 
sonville, Secretary and Treasurer, and John Crerar, 
John J. Mitchell and T. B. Blackstone, Executive Com- 
mittee. : 

The company’s road is operated by the Chicago & 
Alton Company as its Jacksonville Division. Of the 
Board of Directors, Messrs. Blackstone, Crerar and 
Mitchell are also directors of the Chicago & Alton Com- 
pany. 

—At the annual meeting of the Springfield, Clinton & 
Gilman Railroad Company held in Clinton on the 7th 
instant, 8. H. Melvin was elected President; John War- 
ren, Treasurer, and H. Crosley, Secretary. 

—The election of Directors of the Cedar Rapids & 
Missouri River Railroad Company took place on the 8th 
inst. at Cedar Rapids, Iowa, with the following result: 
Oakes Ames, Oliver Ames, P. 8. Crowell, F. Nickerson, 
R. G. Hazard, Wm. T. Glidden, J.*M. 8. Williams, John 
B. Alley, of Boston; John I. Blair, D. C. Blair, James 
Blair, of New Jersey; W. W. Walker, John F. Elfy, of 
Cedar Rapids; C. E. Vail of Pa.; and Horace Williams, 
of Clinton, Iowa. This company owns the road between 
Cedar Rapids and Council Bluffs leased and operated by 
the Chicago & Northwestern Company. 

—At the annual meeting of the Peoria, Pekin & 
Jacksonville Railroad Company held at the general office 
of the company in Pekin, IIL, on the 9th inst., George J. 
Cobb, Lucius Hopkins, Aaron Arnold, Edwin L. Trow- 





bridge, Lebbeus Chapman, and John Allen were elected 
Directors of the company. Ata subsequent meeting of 
the Directors John Allen was re-elected President. 

—At a recent meeting of the stockholders of the Law- 
rence, Leavenworth & Galveston Railroad Company, the 
following Board of Directors were chosen: Nathaniel 
Thayer, Boston; Sidney Bartlett, Boston; William F. 
Weld, Boston; J. H. Blake, Boston; H. H. Hunnewell, 
Boston; James F. Joy, Detroit; James M. Walker, Chi- 
cago; Chas. R. Morehead, Leavenworth; Clarence I. 
Peck, Chicago; William Sturges, Chicago; John W. 
Brooks, Boston; John A. Burnham, Boston; Chas. F. 
Adams, Jr., Boston. The Directors will meet in Boston 
soon for the purpose of electing the general officers of 
the road. 








PERSONAL. 


—Numerous employes of the Chicago, Burlington & 
Quincy Railroad Company and other friends of Mr. 
James T. Clark, Chief Road Master, visited his residence 
in Galesburg one evening last month, and bestowed 
manv kind expressions of regard and about $1,200 worth 
of “ testimonials,” including an elegant gold watch and 
chain valued at $385, a covered fruit dish enclosing 
twenty-five $20 gold pieces, a tea set, etc. Mr. Hitch- 
cock, Assistant Superintendent, made one of the presenta- 
tion addresses. 

Mr. Clarke has been for the past sixteen years an em- 
ploye of the company and this occasion was the 15th 
anniversary of his marriage. 

—J. Edwin Covart & Co., one of the heaviest railroad 
contracting firms in the world, opened new offices at 
No. 33 Wall street, New York, last week. This firm is 
building the Brunswick & Albany, the Cartersville & 
Van Wert in Georgia; the Burlington, Cedar Rapids & 
Minnesota, the Burlington & Southwestern in Iowa; 
and other railroads in Ohio and Illinois. 

—A correspondent of the Locomotive Engineers’ Jour- 
nal says that James Wiggins, who helped to build the 
first locomotive that ascended the “ inclined plane” near 
Philadelphia, is now, at the age of seventy, running a 
locomotive between Xenia and Springfield on the little 
Miami road. He commenced running a locomotive in 
1835 and has been in the service of the Little Miami 
Company since 1847. 











TRAFFIC AND EARNINGS. 


—A correspondent of the Chicago Tribune writes as 
follows from California : 


“T am sorry that I cannot tell the readers of the 
Tribune that they will have their palates tickled with 
the delicious fruits of California this season, but such 
things cannot be. The experience of last year demon- 
strated that to insure a decent profit on fruit shipments 
to the East the freight to Chicago should not exceed $600 
per car load. A convention of fruit growers met here 
and held a consultation, through a committee, with the 
Pacific Railroad Companies, but could not get the tariff 
reduced to the figures which would warrant the venture 
being made, and oe gee no large shipments will 
go forward. The tariff adopted by the two Pacific Rail- 
roads for this year is as follows: 


























a 6 jar ||/*By Passen- 
Pislgtt “Seeize. get Trains. 
FROX To 
q|¢ q 
| § B 
San Francicco........ Ogden. ....... t 376.00! $50 $550.00 
San Jose...........+5. Cheyenne -»| 500. 10. 700.00 
beckepeoenencd Omaha.........| 600. 80. 850.00 
Stockton.............. eo ow St. 
seeescese| 650.00) 90.00 950.00 
Sacramento or Marys-' New York, Bos-' My = 
| ton or Phila- - jot Chicago. 
WEBB. osccccvecsoovss delphia ..... Y rT 1,250.10 — 








~* Phe company reserves the privilege of forwarding all cars loaded 
with fruit as far east as Truckee (over the Sierra Nevada Mountains) 
by freight trains. 


—The report of the President of the St. Louis, Alton 
& Terre Haute Railroad Company shows the receipts 
and expenditures of the company for the year 1869 to 
have been as follows: From Belleville Branch, $252,- 
369.36; rental received from main line and Alton Branch, 
$524,846.74, Total expenditures, $119,187.85. Total net 
earnings, $658,028.25. 

—The report of M. Emanuel, President of the Vicks- 
burg & Meridian Railroad Company, for the year ending 
February 28, 1870, give the following figures: 

The gross earnings were: 


Prom Frei@ht.........cccsccccccccccccccccvccevccsescesess $254,627 46 
From Fossengers 000 0050 000s 069000600909000000868008000008 198,168 78 
Prom Mall.......c.cc0.--scccccccccccccctscectscescsoce os 10,798 62 
From United States for transportation of men and prop- nan 
From Incidental receipts...........0°°'*cccccccsscsecceees B,Q4T 

DOB vccsccccbdde! § occtccipbtbeddutadded cvecctoveceses $483 536 65 
Expenses (6644per CDt.)......-+seereccecsseseececeecerers $321,057 69 


—During the month of April, 1869, the Ohio & Mis- 
sissippi Railroad earned $214,409.52; in the ‘same month 
of 1870, $270,983.72—an increase of $56,524.20, or about 
2614 per cent. The road was longer by the Louisville 
Branch in 1870. 
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Editorial Announcements. 


Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad to receive news of them. 


Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. « Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 


Inventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
Gazerts, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are y the ti tor is expected 
to furnish his own engravings or to pay for them. 





[aF" Our Prospectus and Business Notices will be found 
on the last page. 


DEAD WEICHT. 


A great deal has been written and much complaint 
made of the excessive amount of dead weight which is 
carried on our American railroads. Notwithstanding 
the discussion, and in the face of the objections which 
are made, the weight of all kinds of cars and locomotives 
has for years been steadily increasing. The first subject 
on the list for discussion at the coming master mechan- 
ics’ convention in September is: 

“Can the dead weight in rolling stock be materially re- 
“duced? An ordinary freight engine with tender con- 
“taining fuel and water, weighs from 50 to 55 tons, 
“while the weight available for traction is about 20 Ans. 
“Tn cars the proportion of dead weight to load carried, 
“ either freight or passengers, is very great.” 

Some idea can be formed of the extent of the evil by 
reckoning up the dead weight in an ordinary passenger 
train, which we give below. Our figures are only ap. 
proximate, and are not from any actual weight, but we 
think are not very far from being correct. In this con- 
nection we will mention, by the way, that master me- 
chanics or railroad superintendents could furnish items 
of useful data, by simply weighing an entire train of 
engine and cars with a general description of the same: 














Weight of locomotive and tender..............00.. seeeeces 104,000 Ths 
Cue DAMINID GI, .ccecencccncccacecetececsscvecscccccnceses 25,000 ** 
Three 5b-seat PASSENET CATE, ........eeceseee ce csecee sence 84,000 ** 
One sleeping CAP... .cecccccevecccvecccccvccccccccccsseveces 40,000 ** 
253,000 Ths 


These cars, if filled, will carry about 194 passengers, 
which will give 1,804 tbs of dead weight for each person 
carried. This estimate is a very moderate one, and we 
are satisfied that practically the dead weight per pas- 
senger will be nearer 1,500 ths, with a well filled train. 
It must be remembered, too, that trains are usually only 
about two-thirds full, which of course would make the 
relative amount of dead weight per passenger consider- 
ably more. 

The question which will naturally occur to every one 
who reads or reflects about this will be “what do you 
propose to do about it?” It is not our intention to 
undertake to give a satisfactory or comprehensive an- 
swer, but only to “entertain” a few “considerations” 
in reference thereto. 

In the first place, we trust that cach master mechanic 
who goes to the convention this fall to discuss this sub- 
ject will go prepared with some facts to lay before the 
meeting as data. As we intimated before, if each one of 


them were simply to take an entire train and weigh it, 
engine and all, and note at the time some general de- 
scription of the cars—such as the number of the wheels 
and seats, width, length and height of body outside, 
where built ; and of the engine the size of cylinder, driv- 
ing-wheels, fire-box, number and size of tubes, how much 
coal in tank and fire-box; number of gauges of water in 
boiler, and quantity of water in tank—he, the master 
mechanic, would be furnishing information which would 
be very useful in the discussion and also for reference in 
future, and which is very difficult for persons to get, who 
have not the same facilities which each master mechanic 
has. 

One branch of the subject—that relating to cars—it is 
true, properly belongs to the car-builder, but a little re- 
flection on the subject by either officer will probably not 
be amiss. 

With reference to the engines, there are certain con- 
ditions which are to be determined by the amount of 
work to be done. There must be weight enough in the 
driving wheels to give them the necessary “adhesion” 
required to draw the load, and there must be boiler 
capacity enough to supply steam sufficient to turn the 
wheels. The engines and other parts must of course be 
proportioned to the work to be done. There must also 
be at least 1,600 gallons of water, and, say, three tons of 
coal carried to supply the engines, and these will weigh, 
in round numbers, 20,000 pounds. Their weight, if 
placed on the drivers, would give a heavy load at one 
time, and a comparatively light one at another, so that 
an engine might draw a train with a full supply of water 
and fuel, and fail to do so when a part of each is con- 
sumed. To put the water and fuel on the drivers tn ad- 
dition to the weight required for adhesion would over- 
load them and be injurious to the track. Therefore we 
think this principle is clear: that only an unvarying 
weight should be carried by the driving wheels. This if 
correct isa fatal objection to the general use of most 
tank engines. 

If we deduct the weight of water and fuel, say 20,000 
or 22,000 pounds, from the total weight of a locomotive 
and tender of the usual American plan, and of the size 
we have named, ¢. ¢., weighing 104,000 pounds, we will 
have a permanent weight of 82,000 pounds left, of which 
only about 40,000, or less than half, is usually carried on 
the drivers and used for creating “adhesion.” As prac- 
tical experience has indicated that 10,009 pounds weight 
on each driving wheel is necessary for “adhesion” with 
a thirty ton locomotive, we must be careful not to lessen 
the weight on the drivers if we attempt to reduce the 
dead weight. It would not, we think, be very difficult 
for an experienced and skillful engineer, in designing a 
locomotive, to reduce materially the weight of all the 
parts, without impairing their strength or efficiency, 
especially if steel was liberally used in the construction. 
If the dead weight should be thus reduced, some plan of 
locomotive must be adopted which will still leave 10,000 
pounds weight on each driving wheel. The problem is 
to make all the parts of the locomotive lighter, and at 
the same time arrange their weight so that a larger pro- 
portion of it shall be on the drivers; ¢. ¢., if the 82,000 
pounds of permanent load should be reduced to, say, 
60,000, 40,000 of the 60,000 must still be retained on the 
driving wheels. 

In the construction of cars, the paramount considera- 
tion should be safety to human life. Almost any amount 
of dead weight would be justified, if travel were made 
safer thereby, and the risk of injury to passengers 
lessened. The comfort of travelers is also a considera- 
tion which begins to influence the weight of cars. We 
hardly know whether fresh air should be classed with 
the comforts, or the want of it considered one of the 
dangers to which human life is «xposed in traveling. It 
is certain that the additional height which of late years 
has been given to cars adds very much to the weight. 
We question whether better ventilation and more pure 
air would not be secured by other means. Any practi- 
cal height which can be given toa car will not alone 
ventilate it thoroughly without other appliances, and if 
the arrangements for that purpose are what they should 
be, the car will be furnished with a constant supply of 








fresh air without the additional height and weight. 
Seats and frames are often made unnecessarily heavy, 
and the fittings and mouldings, ornamentally, are fre- 
quently heavy enough to depress one’s spirits. It is dif- 
ficult to condense in any general statements the errors 
which are so very common, but it is evident that in very 
many cases reduction in weight was not a consideration 
which the car-builder had in his mind at all. Elaborate 
carving in cars always seems out of place. The impos- 
sibility of keeping it free from dust seems sufficient rea- 
son for discarding it. 

The proper length of cars would be an interesting 
subject for discussion at the master car-builders’ conven- 
tion, now in session. The weight of a bridge increases 
in a proportion approximating to the square of the 





span, and it seems reasonable to suppose that the 
strength of a car would be ina somewhat similar ratio. 
At any rate the most economical length for a passenger 
car seems as yet undetermined. 

Of the weight of sleeping cars we have no accurate 
data to figure from. We have heard the most extrava- 
gant estimates of the weight of some of them, which, if 
true, would make it seem extremely probable that smal- 
ler cars, giving fully as much room and comfort to each 
passenger, would be more economical than many of the 
present “ palace cars.” 

The evil of dead weight—as, alas! all evils do—multi- 
plies itself. Often, too, thezroots of it can be found in 
some other vicious practice. For example, a railroad 
company will insist on buying cheap axles; in due course 
of time several of them break on account of the poor ma- 
terial of which they are made; immediately some one 
jumps to the conclusion that they are too small; soa half 
inch is added to their diameter and forms a perpetual in- 
cubus of dead weight which the railroad company literal- 
ly must carry fourfold on each car they run. So with 
castings: some badly proportioned part breaks; the pat- 
tern-maker at once adds 20 per cent to the weight, in- 
stead of exercising his brain in making the broken part 
in some better proportion. Heavier cars necessitate 
heavier engines, which implies greater wear of track 
and machinery and increased cost of transportation. A 
great part of the cure of the evil, we are satisfied, must 
come from the use of a better quality and more skillful 
disposition of material. A young artist once inquired of 
Sir Joshua Reynolds how he mixed his colors; the re- 
ply was “ With brains.” So of railroad machinery, it 
must be built with more skill, and by the exercise of 
more thought, if dead weight is to be reduced. 








ANOTHER RAILROAD WAR. 


The difficulties between the different lines from New 
York to the West have at last culminated in an open 
rupture. Notice has been given that no past agreement 
will be observed, but that each party hereafter will do 
what appears right in his owneyes. The first move- 
ment has been to reduce fares about 25 per cent., which 
fixes them at just about the rates of last year. The rate 
from Chicago to New York is now $20, instead of $24.95 
as it was during the winter and spring. This cannot be 
considered as a measure likely to injure any party very 
seriously, especially at this season of the year. Indeed, 
we believe that theereceipts of all parties will be greater 
than they would be with the higher rate. Business 
travel in the spring and fall is not very largely increased 
by a reduction of rates; but pleasure travel, which forms 
avery large part of the business of this season, is great- 
ly increased by moderate reduction of rates even. 

As yet, we believe, there has been no formal reduction 
of freight rates, but it -is expected that there will be; 
and, of course, nothing is certain with regard either to 
these or passenger rates. The different lines have an- 
nounced that they will do as they please with regard to 
these, and no limit whatever is placed on their action. 

Just how far the action of Commodore Vanderbilt 
will affect the Erie can be told best a month or two later. 
As he controls the railroad from Buffalo to Niagara 
Falls, very few passengers can reach the Erie from the 
Great Western. But this distance is short, and the 
Erie Company has a charter fora line between these 
two points, and, indeed, prepared to build it more 
than a year ago. Now, we are informed, it will 
complete the line very soon. But the Erie never has 
got much business from ihe Great Western; probably 
not one tenth of the passengers ticketed through from 
Chicago go by this route. Naturally, it has obtained a 
larger proportion of business from the Lake Shore road, 
whose terminus is at Buffalo. With this road it has a 
contract for an interchange of business, and this con- 
tract, we believe, is not yet terminated. Yet with 
Vanderbilt controlling the Lake Shore line, it is reason- 
able to suppose that, even with a fulfilment of the letter 
of the contract, the largest part of its business will go 
to the Central. The Erie will then be cut off from all 
Western connections except the Grand Trunk, with 
which it has a connection at Buffalo, and which, it is 
probable, will have its business considerably increased 
for the time by the exertions of the Erie Company. 

But it is reported that the Erie officers will offset 
whatever damage they may receive by reason of a defec- 
tion of the Lake Shore road, by a connection with the 
Fort Wayne at Mansfield. It will be a strange sight to 
see the Erie and the Pennsylvania working together, 
but wars often occasion unexpected alliances, just as 
misfortune makes strange bed-fellows. 

But it cannot be expected that the Pennsylvania Com- 
pany will do the Erie this favor out of pure love and for 
sweet charity’s sake. However widely the divine pre- 
cept “Love your enemies” may have been adopted 
among individuals, we have not found that it appears in 
the dealings of railroad corporations “to any great ex- 








June 11, 1870 


THE RAILROAD GAZETTE. 


281 








tent,” as Mr. Bret Hart’s “ Truthful James” would say. 
Consequently, if the Pennsylvania grants the Erie any 
peculiar facilities for competing with it for passenger 
or other business, we may be reasonably certain that it 
will receive a consideration therefor. What this consid- 
eration is or will be we cannot say, but it is easy to see 
that the Pennsylvania could afford to give the. Erie 
something for its Cleveland business, or for other busi- 
ness which it now divides with it. 

The Erie’s vulnerable point is its passenger business. 
Its broad gauge puts it at a disadvantage even with the 
closest connections beyond Buffalo. In freight busi- 
ness itis more independent and it always does its full 
proportion of this business, though it may not always 
get so large a proportion of the money paid for freights. 
It is rendered comparatively independent by the large 
fleet of steamers which it maintains on the lakes and by 
the enormous quantities of freight offered at Buffalo to 
the lowest bidder. 

As matters stand now there is likely to bea very pret- 
ty fight, which will probably last till some one is badly 
hurt. Such wars, like wars between nations, are la- 
mentable enough, and almost always productive of in- 
jury to all concerned and to many innocent parties; yet 
there are some questions between railroad companies, as 
between nations, which they cannot or will not settle by 
reason, and then there is sure to be a test of strength. 











SOME RUMORS AND SOME FACTS CONCERN- 
INQ THE JOY ROADS. 


We have heard it rumored that arrangements will 
probably be made at the approaching annual meeting of 
the Chicago, Burlington & Quincy Railroad Company 
for a consolidation with the Burlington & Missouri River 
Company. The Chicago, Burlington & Quincy holds 
bonds of the other company, Convertible into stock, suf- 
ficient to enable it to effect such a consolidation. 

Another rumor is to the effect that the Michigan Cen- 
tral and the Great Western of Canada will soon be con- 
solidated. This would be a more noticeable event than 
the other, as the two last named roads are not owned in 
common. 

By the way, it is noticeable that the great system of 
roads of which those named form but a part sometimes 
called the “Joy” roads, owned chiefly by capitalists in 
Boston and New England and managed by James F. Joy, 
of Detroit, are rarely considered as a whole or as having 
intimate relations. The consolidation of two roads 
a few hundred miles long often attracts more attention 
and more comment than this immense system of lines 
which for years has been under one general management. 
This has been, probably, because the “Joy” roads have 
made no figure on the stock exchange. Their stock has 
been taken and held for investment; the owners have 
been satisfied with a harmonious management without 
actual consolidation ; and there has been so little cause 
for complaint and such an utter absence of Wall street 
“financiering” (formerly called “cheating”) in the 
management of the lines that the great public and its 
mouthpieces, the newspapers, seem to have thought it 
not worth their while to say much about these roads. 
Probably if it should be thought best to consolidate all 
these lines, now and for some time controlled by a single 
party of capitalists, it would suddenly be discovered that 
the corporation had control of more miles of railroad 
than any other, save one, in America, and that these 
lines, without exception are of unusual value. It is not 
necessary that one end of a railroad line should be in 
New York, or even Philadelphia, in order that it should 
be important. One extending from the Niagara River 
to the Indian Territory with several hundred miles of 
tributary lines is worthy of consolidation. 





Philadelphia and Mantua Junction. 


The Philadelphia Underwriter of late date says: 

“ A western contemporary in noticing the summer ar- 
“ rangement of trains on the Pittsburgh, Ft, Wayne & 
“ Chicago road, speaks of that great highway as if it 
“were only intended to connect Chicago with New 
“ York, and says of one of the lines, that ‘cars will go 
“ both by Allentown and by Mantua junction. The aim 
“ of this is to prevent ignorant travelers from knowing 
“ that the train which passes from Chicago to New York 
“in thirty hours goes over the Pennsylvania Railroad 
“and through the city of Philadelphia. Fifty years 
“ ago Mantua was a suburban village, but it is now part 
“of the consolidated city, through which a railroad has 
“ been constructed to enable trains from southern and 
“ western roads to pass without entering the heart of the 
“ city.” 

If blame is due to any one for this it must be due to 
the Pennsylvania Railroad Company, which, we believe, 
was never before charged with neglecting the interests 
of Philadelphia. In all its time tables and advertise- 
ments it names the routes via Allentown, and via Man- 





tua Junction. Why Mantua Junction is preferred to 
Philadelphia, we do not know, unless it be to prevent 
the impression that cars must be changed at that place, 
as was the case some years ago. Whatever may be the 
reason, the fact remains. Railroad companies are usually 
permitted to describe their routes as they please, and if 
there is any “ Western contemporary” which is jealous of 
Philadelphia or desires to ignore its existence, it must be 
a more foolish journal than we have seen—and we hardly 
think that possible. Chicago sometimes sneers at Cin- 
cinnati and St. Louis and Milwaukee, but it is fast getting 
above that, and we do not think that it ever “ignored 
their existence.’’ It, and the other cities of the West, 
rejoice in the prosperity of Philadelphia, and the bigger 
and better it gets the more they will like it. 





REGISTER OF EARNINGS. 


FOR THE MONTH OF MAY. 


St. Louis & Iron Mountain, (211 miles) 1870.............. $115,174 96 
- - ” (175 miles) 1869.............. 72,049 1 
Increase (60 per Cent.)........cccecccccccccecesscces $43,125 81 


(Of the earnings for May, 1870, $30,588.70 was from passengers, 
and $84,586.46 from freight, mails and express.) 


Chicago, Rock Island & Pacific (608 miles) 1870........... $: 07,900 
- ” (520 miles) 1869........... 419,173 


Increase (21 per cent.).............seseccccescsesccees $88,727 
Chicago & Northwestern, (1,877 miles) 1869................ $1,26844 
- “ Si3rt RET 1,212,081 
Decrease (49% per Cemt.)..........ccssecccecccseceees $56,363 
North Missouri, (404 miles) 1870...........ceseeseeeee see . $259,000 
” GE Pam ecccccccccccece «= svencees 134,00 
Increase (8634 per COMt.)........ cececeeeceeeeeeseeees $120,000 
Milwaukee & St. Paul, (936 miles) 1870.................++ $730,700 
“ = (825 miles) 1969............00eeees 630,844 
Increase (16 per Cent.)........ccescccccccccccceseces $99,856 
Michigan Central, (424 miles) 1870......... Wsekeenagacenn $406,283 28 
wa Se BE EE Pb 002 000000000000essess00 403,646 24 
Increase (5¢ per COME)... .ccccccccccccccccceccccensess $2,637 04 
Illinois Central (9654 miles) 1870............ sseeceeveeees $695,253 01 
= CD BIE) BONO nc cc cccccccccccccccccccse 640,974 67 
Increase (84% per Cent.).......cecccceesecscceeeeeeees $54,278 34 
Chicago & Alton, ( 465 mien) Sree $395,044 59 
“ “ (GB SAEDOR) BBED. 00s cccces cvecccccvecces 345,832 82 
Increase (14% per Cent.)........cessesccccccevceveces $49,211 77 








Vanderbilt and Gould on the 


From the New York Herald, June 8. 

The announcement in the morning papers of yester- 
day that a renewal of hostilities had resulted between 
the railroad magnates, Fisk and Gould, representing 
Erie, on the one hand, and Cornelius Vanderbilt on the 
other, created considerable comment on the “street ’— 
t. é., Wall street, and much interest was manifested to 
learn the precise nature and extent of the issue. The 
effect, however, of these reports on the stock represented 
by the contending parties was rr, and many 
profess to believe that the contest will be of brief dura- 
tion, as there is no question of the fact tha’ each of the 
respective “tubs” can “stand on its own bottom.” 

ith a view, however, of learning the exact facts in 
the case a Herald reporter paid a visit to Commodore 
Vanderbilt to ascertain his version of the causes which 
led to the present conflict and the proposed course to be 
pursued by the New York Central. He was politely re- 
ceived by the Commodore who said that he did not wish 
to enter into any newspaper controversy, and in the 
course of a somewhat general conversation stated his po- 
sition substantially as follows: 

The New York Central, Pennsylvania Central and 
Erie Railways had entered into an arrangement seven 


New Railroad War. 





years ago, establishing similar rates of passenger and 
freight charges, which had been strictly adhered to b 
the New York Central, but had been repeatedly devi- 


ated from by the other roads. It had been found utterly 
useless to make any compact or arrangement with the 
controllers of the Erie, for the reason that they would 
violate any and every such compact within twenty-four 
hours after making it. The only course now open for 
the Central to pursue was to reduce rates to such a point 
that it would be impossible for the competing lines to 
underbid them. This he pro todo. He said that 
the New York Central, running through the best section 
of country in the United States, was worth every cent 
of the par value of its stock, and the directors proposed 
to pay their stockholders. The Central would Reveatter 
be run a on its own merits as an independent and 
competing line, and he thought it was able to cope with 
any and all possible combinations. If it could not he 
woujd vacate his position as President. This was the 
simple business-like position of the road, and the talk of 
a “war” and the sensational articles appearing from day 
to day in the newspapers looked very like an attempt to 
“bear” the market. If that was the object he would 
only say that he had all the stock he wanted and no 
more; he neither wanted to buy or sell, and what he had 
he was able to carry. In regard to the parties who were 
running the Erie road—Mr. Gould and Mr. Fisk—he did 
not think he could gain any honor by noticing them in 
any way or encouraging any idea in the minds of the 
uninitiated that they were en in any war with him. 

Subsequently a reporter called on Messrs. Fisk and 
Gould, and upon stating the cause of his visit, and ask- 
ing Mr. Fisk what course he intended to pursue, he re- 
plied, in a characteristic manner: “ Why, sir, we intend 
to fight. Vanderbilt has this thing, and we in- 
tend to come up fairly to the scratch, and take care of 
our road to the best of our ability. He is disappointed 
at the defeat of his En agents to get control of the 








Erie, and this is one of his ways of to get en 
There isa meeting of Directors now going op, an 


will leave you to the care of Jay Gould, who will tell 
7 all opens po many as well or better than I can.” ; 

r. Gould, although deeply engaged, politel ve 
what information was desired, ont aid; “7 dia oo 
know of this contemplated fight of Mr. Vanderbilt until 
a day or so The first intimation we had of it was 
on receiving the following letter from Vanderbilt : 


N. Y. CENTRAL AND Hupson River R. R. Co. 
PRESIDENT’s Orrice, New YorK, June 1, t 
Jay Gould, Boy. President Erie Railway Company : 

EAR Sin: The understanding in regard to passenger fares, 
excursion tickets and live stock, between Chicago, Buffalo 
Pittsburgh and New York, having been entirely disregarde 
by the Pennsylvania and Erie Railroads for the t two or 
three weeks, without consultation with the lines I represent, 
I am obliged to give you notice that from this date all ar- 
rangements between us in reference to the above will cease. 
Very truly yours, 

Wa. H. VANDERBILT, Vice President. 

This letter, although dated on the ist inst., I did not 
receive until the 3d, when I immediately wrote the fol- 
lowing reply : 

New York, June 8, 1870. 
William H. Vanderbilt, V. P., 

Dear Sir: I am in receipt of your note of June 1, advising 
of your withdrawal from the arrangement in regard to live 
stock. While accepting your conclusions, I have to say that 
you are in error in assuming that we have disregarded any 
agreement or orem ig, bm your company. We have 
done nothing of the sort. Yours, truly. 

JaY GouLp, President. 

In addition to the above correspondence, our General 
Ticket Agent received this letter from the gentleman 
holding the same position under Mr, Vanderbilt : 

GENERAL TICKET OFFICE OF THE HUDSON RIVER 
RAILROAD COMPANY, June 6, 1870. } 
William R. Barr, General Passenger Agent : 

Dear Six: Iam directed to inform you that we shall de- 
cine to accept a coupon tikets between Buffalo and 
Niagara Falls or Suspension Bridge, after this date. 

eee &e., ©. H. Kgnprick, 
neral Ticket Agent N. Y. OC. & H. R. R. R. 

The cause of the quarrel was, probably, partly owing 
to our running the fast trainon our road. These light- 
ning expresses enabled us to control a large share of the 

assenger travel west, and probably this was not relished 

y the managers of the competing road. 

The Vanderbilt people assume to control the Lake 
Shore road, but we have contracts with them that con- 
trol our business. If they violate their contracts with 
us, it renders the officers of the road subject to removal. 
The Lake Shore road connects at Buffalo with the Erie 
and Central, which are competing roads, The law is on 
our side, as can be plainly shown. Here is “an act pass- 
ed on the 7th of May, 1847,” in which is the following 
clause: “ Every railroad company whose road shall, at 
or near the same place, connect with or be intersected by 
two or more railroads which are competing lines for the 
business to or from such place, such railroad shall fairly 
and impartially grant and afford to the proprietors of 
each of such roads equal terms of accommodation in the 
transportation of passengers, freight or baggage cars.” 
In case this be not done, then the road aggrieved shall 
apply to the Governor for relief, who shall, on fourteen 
days’ notice, appoint three Commissioners to compel ac- 
quiescence to the law. Whether Vanderbilt is ignorant 
of the law or not, of course we cannot say, but it gives 
our side of the case a strong prop. We are certainly 
prepared to fight the thing with him, however, for we 
are abundantly able to do so. We have no $90,000,000 
worth of stock upon which we have to pay 8 per cent. 
interest, thus ~- yearly burden of $7,200,000 upon 
the stockholders. But in case we should be cut off by 
the Lake Shore Railroad it will not cripple the Erie, for 
we shall then pass west by going down to Mansfield and 
making a connection there, which will really be a short- 
er route than the present one. With regard tothe ar- 
rangement with the Pennsylvania Central Railroad, I 
may say that everything is so far satisfactory. I tele- 
graphed to Mr. Scott, the Vice-President of the road, 
the substance of the notice I received from Vanderbilt, 
to which he sent the following reply : 

PHILADELPHIA, June 3. 

Jay GouLp: I havea similar notice. Don’t understand 
what the gentleman means, exactly, though I am perfectly 
content to abide his award. 

Tuos. A. Scort, Vice President. 

I then telegraphed to him whether we could depend 
upon being accommodated by his road, and the answer 
that came back was as follows: 

PHILADELPHIA, June 3. 

Jay GouLp: Yes sir; we will treat you right at Mansfield, 
on the basis stated by McCullough and myself when we saw 
you in New York. Tuos. A. Scort, 

Vice President Pennsylvania Central. 


From the above statement it will be seen that we are 
in a good position to fight in the threatened war. We 
are crowded with freight, but it must be borne in mind 
that we have thirty-six steamers running on the lake 
from Buffalo, which affords us much relief in getting 
our freight west. P 

In case this fight becomes too hot we intend to inquire 
into the question as to whether the other side have not 
forfeited their charters by violation of them by taking 
money in their palace cars. Every fare they take in 
these drawing-room cars is a violation of their charter. 
They are limited to a charge of two cents a mile. 
In conclusion, we say that we have not inaugurated this 
war, but as we are in we intend to fight it out if it lasts 
for ten years. 








—A regular meeting of the Directors of the Western 
Union Telegraph Company was held on Wednesday, 
June Ist, at the executive offices of the company, No. 
145 Broadway. Upon consideration of the financial con- 
dition of the company, it was decided to pass the half 
yearly dividend y declared at this time, in conse- 

uence of the severe losses caused by the strike in 
j anuary last, and the reduction of tolls consequent upon 
the partial competition which has been established. The 
report of this omission of the usual dividend depressed 


1 | the price of the stock to 3134. 
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Shicago Railroad Blews. 


illinois Central. 
The report of receipts for the month of May, 1870, is as 
follows : 





LAND DEPARTMENT. 


Acres Construction Lands sold................ 2,831.82 for $26,206 67 
Acres Interest Fund Lands sold................ 134.49 for 1,885 94 
Drees THOR TEE WOE oc vesscscvsccsccscencee 39.59 for 712 62 


Total Sales during the month of May, 1870..3,005.90 for $28,805 23 
To which add Town Lot sales 110 00 
eG ae eee 


Cash collected in May, 1870.............-0-++++ 
ESTIMATED EARNINGS—TRAFFIC DEPARTMENT. 





$127,420 56 








In Illinois} In Iowa Total. 














707 miles. % miles.|965% miles, 

1 
WOUND 5.x ci cocccccccusssteooeeen $371,768 00| $79,996 00/§451,734 00 
Passengers...........0.-ceeeeeee +-| 127,165 06] 82,978 95] 160,144 01 
MRNA oo ccc cp eipscesuxe eee 6,375 00| 1.02908) 7.404 08 
Other Sources..........-+---+e+++ 74,00 00 1,970 92) 75,970,902 

| 

Total May, 1870..... .-.....2.00: 79,308 06, $115,944 95 $695,253 01 
To'l Actual Earnings, May, 1869. ERS 73) 111,947 89) 974 67 
a ee. | $50,281 28} $3,997 06) $54,278 24 








This shows an increase of 94¢ per cent. on the Illinois lines, 
314 per cent. on the Iowa lines, and 8}¢ per cent. on the total. 

This road has received an important feeder within the past 
week by the completion of the Springfield & Illinois South- 
eastern to Edgewood from the south line of Wayne 
county, a distance of 50 miles. This road gives Chicago ac- 
eess to a considerable territory in Southeastern Illinois which 
has heretofore had its markets in Cincinnati and St. Louis al- 
most exclusively. A considerable fruit business may be ex- 
pected from the new road this year. The peach trees are said 
to be full of fruit, whereas in the orchards along the Illinois 
Central there are few. 





Michigan Central. 

We have before announced that on the completion of the 
Michigan Air Line Railroad between Niles and Jackson, the 
through business of the Michigan Central would be sent over 
that line, making a saving in distance of about twenty 
miles, For this reason, and in order that the road may be in 
condition for the heaviest work and the fastest trains, it is 
being constructed in the very best manner. Track-laying has 
been commenced and the grading is about completed on this 
section, but the road is not expected to be fully completed 
and ready for business before October. 

The other Michigan lines now in course of construction as 
feeders of this road, are not likely to be seriously delayed by 
the decision of the Michigan Supreme Court, declaring votes 
of aid unconstitutional. The Michigan Air Line is progress- 
ing, and so isthe Detroit & Hillsdale, and there is talk of 
extending the Grand River Valley Railroad from Grand 
fKapids to Lake Michigan this year. 





Chinese Immigration. 

There is a prospect that our railroads will, one of these 
days, have a considerable business in transporting large gangs 
of Chinese from the West to the East. This week a party of 
seventy-five was transported from California to North Adams, 
Mass., where they are to work inashoe factory, without con- 
sulting the Sons of St. Crispin. They were transported by 
the Pacific road, the Burlington & Missouri River, the Chi- 
cago, Burlington & Quincy, the Michigan Central, the Great 
Western, and the New York Central. 


Chicago & Alton. 

The contractors are working on the extension of the 
Dwight & Wenona Branch to Lacon, and the contract has 
been let for the construction of a part of the connecting line 
between this branch and the Jacksonville Division. This con- 
necting line makes a junction with the Dwight & Lacon line, 
not at Wenona, but at a point eight miles west of that town. 
It is under contract from this point to Washington, Tazewell 
coun’ y, about 25 miles. Washington is about 20 miles north 
of Hopedale, on the Jacksonville Division, and only twelve 
miles northeast of Peoria by the Toledo, Peoria & Warsaw 
road, 

Mr. Blackstone, the President, has not returned from the 
East. When he does we may expect that it will be finally 
settled whether the Louisiana & Missouri River Railroad will 
be leased and completed by this company. 

The election of directors of the company owning the Jack- 
sonville Division (the St. Louis, Jacksonville & Chicago 
Company) resulted in the re-election of the old board. 





Chicaro & Northwestern. 

President Tracy with a party of the directors has been 
making an inspection of the different lines of the company 
during the past week—no light task, it will be acknowledged, 
when their number and extent is known. Friday they started 
for Winona, and it is thought that they will provide for the 
construction of a road from Madison to Winona at an early 
day, to give an outlet to the Winona & St. Peter, which the 
Northwestern owns, and the St. Paul & Chicago (St. Paul to 
Winona), which is under its control. 


Pittsburgh, Fort Wayne & Chicago. 

On the 29th ult., the fast train from the East on the Pitts- 
burg, Fort Wayne & Chicago Railway reached Fort Wayne 
behind time on account of a delay caused by an accident at 
Crestline. The distance between Crestline and Fort Wayne, 
181 miles, was made in three hoursand nine minutes. At Fort 
Wayne the train was taken by locomotive No. 199, in charge of 
Anthony Kelker, engineer. This locomotive took the train 
to Chicago, a distance of 148 miles, with six or seven stops, 





in three howrs and sixteen minutes. Thisis an average speed of 
45 miles an hour, including stoppages, and is the best time 
ever made on theroad. The locomotive was built at the 
Fort Wayne shops, and the engineer is the oldest on the 
road. 


Lake Shore & Michigan Southern. 

At the Adrian shops, under the direction of the Master 
Mechanic, J. K. Taylor, a new locomotive (No. 106) has just 
been completed. It is considered an unusually complete and 
well-finished machine, and on its trial trip was found ready to 
begin regular service. Itis called the ‘‘Charles F. Hatch,” 
in honor of the General Superintendent of the road. It is 
designed for a passenger engine, weighs about thirty-two 
tons, has driving wheels five and one-half feet in diameter, 
and a sixteen by twenty-four inch cylinder. The diameter of 
the boiler is forty-eight inches, and it has one hundred and 
fifty copper flues, eleven feet three inches long. The fire-box 
has a sixty inch grate. The boiler is built of the Hussey & 
Wells’ homogeneous steel. 


Chicago, Burlington & Quincy. 

Changes of time in the Night Express and Mendota Passen- 
ger eastward, make the Night Express arrive in Chicago at 
9:05 a. m., instead of 9:40, and the Mendota Passenger at 
10:00 a. m., instead of 10:10. 





Personal. 

Henry C. Wentworth, General Passenger Agent of the 
Michigan Central Railroad Company, arrived in this city 
from California last Saturday, after an absence of three weeks, 
one week of which he spent in California. 

T. L. Kimball, General Western Passenger Agent of the 
Pennsylvania Railroad, arrived in Chicago from California last 
week, after an absence of about a month. Almost immediate- 
ly he wentEast, returning late this week. 

P. A. Hall, Assistant General Superintendent of the Chica- 
go, Rock Island & Pacific Railroad, arrived from California 
last Thursday. He had been absent about a month. 

A. E. Touzalin, General Ticket Agent of the Burlington & 
Missouri River Railroad, arrived in the city last Wednesday. 

D. Torrey, Superintendent of the Pullman Palace Cars on 
the Pennsylvania Railroad and leased lines, was in Chicago 
last week. 

Mr. Anderson, late ticket clerk in the office of the General 
Accountant of the Chicago & Northwestern Railway, has 
gone to St. Louis, where he is employed in the office of 
France Chandler, General Ticket Agent of the St. Louis, 
Vandalia & Terre Haute Railroad. 





Chicago, Rock Island & Pacific. 
The following report of earnings and expenses was pre- 
sented at the late annual meeting of the stockholders. 











RECEIPTS. 
NN 3s catecuscntanccenaseeiackccheveskean $1,786,956 75 
— ss «$< _ errr rere ee 8,587,002 
oD CEC chekecccaneareeesegncstnscensesthacn@h wieseen 66,931 51 
i DI iin: 4d paniginwea we nemeeaeanee be ab Sen emties 91,351 51 
we RMAROSACSSEGSNCERSONS Ce~ccs0 8 Rs KORERENES 84,415 44 
po ee ee 394,608 79 
eis cits aaecuniensWaccodte ves céeneeca sian <usebees $5,995,266 20 
EXPENDITURES. 
Operating expenses... .. eee eee $3,276,267 20 
eee re 19,221 25 
ae 116,849 94 
U. 8. Government tax................055. 41,452 85 
—_— $3,456,791 24 
Net oe > Pais nniih sags Sekhar neds» hab iiekeeaee $2,538,474 96 
Rent Peoria & Bureau Valley Railroad.... $125,' 00 00 
UD MI o.c0ccccccccccexcustcesses 615,650 00 
Dividends, including tax................. + 1,826,801 57 
————— $2, 066,951 57 
Ro cscxeis ceUnnue ocneeceeentnccabeementl $ 471,523 39 
Surplus earnings from 1868-9................ eeeees wees $1,597,244 02 
TE ETE GN DAM, 5s. onc c0ts ce vsicess veeectcevs $2,068,767 41 


This shows that the expenses were 59 per cent. of the re- 
ceipts, and the gross earnings very nearly $10,000 per mile. 
As the country on the Iowa line is new and rapidly growing, 
it is reasonable to expect a large increase of earnings yearly 
for some time to come. 





Pullman Pacific Car Company. 
The following resolutions were passed at a meeting of the 
Boston excursion party in San Francisco, just after their ar- 
rival. 


Resolved, That we, the passengers by the Boston Board of 
Trade Pullman Excursion train, the first through train from 
the Atlantic tothe Pacific, having now been a week en route 
for San Francisco, and having had, during this period, ample 
opportunity to test the character and quality of the accom- 
modations supplied for our journey, hereby express omr en- 
tire satisfaction with the arrangements made by Geo. M. Pull- 
man, and our admiration of the skill and energy which have 
resulted in the construction, equipment and general manage- 
ment of this beautiful and commodious moving hotel. 

Resolved, That we return our cordial thanks to Mr. Pull- 
man for the very great pains taken by him beforehand to 
make the present journey safe and pleasurable ; that we recog- 
nize the complete success which has followed all his efforts ; 
and that we extend to him our sincere wishes for such a de- 
gree of prosperity to attend all his operations as will be pro- 
portionate to his merits asone of the most public spirited, 
_——— and liberal railroad men of the present day. 

esolved, That we take pleasure in witnessing, as we jour- 
ney from point to point, through the Western States, the 
many evidences of Mr. Pullman’s enterprise and the extent 
of his operations in the cars which we meet belonging to the 
Pullman Company, attached tothe Pullman Company, at- 
tached to the regular trains for the use of the public, or ap- 
propriated especially to private excursion parties, and we 
earnestly hope there will be no delay in placing these elegant 
and homelike carriages upon the principal routes in the New 
peas a and we will do allin our power to accom- 

P this end. 
Resowed, That our cordial thanks are also given to Mr. A. 


B. Pullman, General Superintendent Pullman Palace Car Com- 
pany, who has accompanied us on our jouruey, for his per- 
sonal attention, and for his unceasing endeavors to promote 
our convenience and enjoyment. 

Resolved, That these resolutions be published in the Zrans- 
Ce ental, as a testimonial to the Messrs. Pullman in which 
= passengers by this train, unanimously and heartily 
unite. 








NEW PUBLICATIONS. 


The United States Railroad and Mining Register, of Phila- 
delphia, commenced its fifteenth year with the number for 
May 28. The editor commemorates the anniversary in a 
graceful article, in which he says: ‘‘Our task is to register 
‘realities and publish facts, to illustrate principles, record 
“positive contributions to knowledge, and explode errors. 
‘One would suppose that the departments of mining, en- 
“gineering and transportation would be exhausted in the nu- 
‘*merous pages of the journals and magazines that cover the 
“editor’s table. But the fact is, every branch of these arts 
“is a world of itself. Every district of Christendom yields 
‘*an immense special crop of facts to be made known. Chi- 
“cago, Cincinnati, Philadelphia, New York, Boston, London, 
“* Paris, Berlin, each has its railway and mining journals, in 
‘all of which original treatises announce local discoveries, 
‘explain special modes of operation, and discuss trade rela- 
tions ina way exclusively their own. As our country 
“grows, this widening of relations, this multiplication of de- 
“tails must go on increasing. All we can hope to do is to 
‘*keep time to the music of the regiment and not fall out of 
‘line through weariness or lack of loyalty.”’ 

The worst fault of the Register is its name, which is too 
long to quote conveniently ; but we must confess that even 
the name is welcome to us, for we have learned by a long 
and intimate acquaintance that it belongs to a careful, 
thoughtful, independent and intelligent journal, filled with 
articles of interest and value concerning railroads, mining 
and metallurgy. 


DECISION OF THE UNITED STATES COURT. 


Railroads Receiving Government Aid are not Exempt 
from State Taxation, 











Chief Justice Chase on Saturday, April 30, delivered 
the following opinion in the case of John Edgar 
Thomson 0s. The Union Pacific Railway Company, 
Eastern Division, and others: 

The Union Pacific Railroad Company, Eastern Di- 
vision, was originally incorporated in 1855, by the 
Legislature of the Territory of Kansas, as the Leaven- 
worth, Pawnee & Western Railroad Company, with 
authority to construct a road from the west bank of the 
Missouri to the western boundary of the Territory. 
Subsequently, in 1862, under an act of the State of 
Kansas, it assumed its present name, with authority to 
unite or consolidate with any other company or com- 
panies organized, or to be organized under the laws of 
the United States or of any State or Territory. Some 
months later the Union Pacific Railroad Company was 
incorporated by Congress with Power (conferred by the 
original act of 1862 and various amendatory acts) to 
construct a railroad and telegraph westward through 
the territory of the United States from the hundredth 
meridian west of Greenwich, to connect with the Cen- 
tral Pacific Railway Company, incorporated by the 
State of California, and so to form, in connection with 
Eastern roads, a continuous line from ocean to ocean. 
Several other railroad companies already incorporated 
by Missouri and Iowa, as well as the company just 
mentioned, chartered by Kansas, were autho to 
construct roads through the national territory so as to 
join the Union Pacific Road on the hundredth 
meridian; and to all these roads large grants of lands 
were made and large subsidies engaged on the security 
of a second mortgage, upon the condition of paying at 
maturity the bonds advanced by the subsidies and of 
rendering certain services to the government in the 
transmission of messages, and in the transportation of 
mails, troops, munitions and other property at reason- 
able rates of compensation. But neither by original act 
nor by any amendment did Congress undertake to incor- 
porate any railroad company or authorize the construc- 
tion of any railroad within the limits of any State 
without the consent of the State concerned. And this 
is as true of the Union Pacific Railway Company, East- 
ern Division, as of any other of the roads aided by 
Congress. Indeed, it may be truly said that whatever 
was done by Congress in reference to the last named 
road was done not merely with the consent, but upon 
the urgent solicitation, of the state of Kansas. he 
corporation, however, remained a State corporation, 
though entitled to certain benefits and subject to certain 
duties under the legislation of congress. In this case 
we have no concern with any of the connected roads 
which form, or are destined to form, links in the great 
chain of inter-continental railway. We have only to 
consider the liabilities and rights of the particular cor- 
poration in respect to taxation under State legislation. 
Argument has been heard in behalf of some of the 
connected corporations only because of their interest in 
the question, by reason of their similar situation and 
circumstances in reference to like legislation. 

The complainants in the bill before us, which was filed 
in the Circuit Court of the United States for the District 
of Kansas, state that they are stockholders of the Union 
Pacific Railway Company, Eastern Division, one of the 
defendants ; that three of the defendants, James Blood, 
John M. Funk and William Coy, are Treasurers respect- 
ively, of Douglas, Wyandotte and Jefferson counties, in 
the State of Kansas; that ‘under an act of the isla- 
ture of that State certain taxes have been im on 
the railroad and telegraph property of the 
company, which the Treasurer of the counties named 
are proceeding to collect; that the property of the com- 
pany is mo to the United States; that the com- 
pany is bound to perform certain duties, and ultimately 
to pay five per cent. of its net earningsto the United 
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States; that the company will be greatly hindered and 
embarrassed in the performance of its obligations and 
duties to the United States if the taxes imposed shall be 
collected; and that, to some extent, taxes of the same 
description have been already paid by the company, to 
the prejudice of the just rights of the complainants and 
of the securities of the United States. Upon this case 
the complainants prayed an injunction to restrain the 
company from paying and the other defendants from col- 
lecting the taxes assessed; and a temporary injunction 
was allowed by the District Judge. 

The answer of the company admits the allegations of 
the bill. The answers of the three County Treasurers 
admit the assessment of taxes under the laws of Kansas, 
but deny that such taxes have been imposed with any 
view to impede or embarrass the railway company, and 
insist that the property of the company only bears 
its due proportion of the taxes levied upon all the prop- 
erty in the State of Kansas, and that no discrimination is 
is made against the company in the matter of taxation. 
To these answers no replication was put in, but an 
agreed statement of facts was filed, reciting sundry reso- 
lutions of the Kansas Legislature, and urging upon Con- 
gress legislation in aid of the railway company; admit- 
ting that the property of the company is liable, under 
the laws of Kansas, to be taxed for State, county and 
municipal purposes; that the taxes complained of have 
been assessed in conformity with the statutes of the 
State ; that the company has executed a first mortgage 
prior in lien to the debt to the United States; and that a 
table of earnings and expenditures for 1867 and 1868, 
appended to the agreement, is correct. 

Upon the pleadings and this agreed statement the ques- 
tion arose whether the property of the railway company 
described in the bill was subject to the tax which the 
statutes of Kansas authorized to be levied on all other 
property not specially exempted for State, county, and 
municipal purposes. Upon this question the Judges of the 
Circuit Court were divided in opinion, and it has been 
certified here for decision. 

The counsel for the complainants have very justly said 
that the question is one of very grave importance. It 
was suggested rather than argued by one of them that 
the property of the State is exempt by the State Consti- 
tution from taxation, and that the State, having reserved 
to itself in the charter the right to purchase the road at 
the end of fifty years at a valuation then to be made upon 
two years’ notice to the company, has, therefore, a prop- 
erty in the road which cannot be taxed; but it is too 
plain for argument that the interest thus reserved is too 
remote and too contingent to be regarded as within the 
meaning of the exemption. 

The main argument for the complainants, however, is 
that the road, being constructed under the direction and 
authority of Congress, for the uses and purposes of the 
United States, and, being a part of a system of roads 
thus constructed, is, therefore, exempt from taxation un- 
der State authority. It is to be observed that this ex- 
emption is not claimed by any act of Congress. It is not 
asserted that any act declaring such exemption has ever 
received the sanction of the National Legislature. But 
it is earnestly insisted that the right of exemption arises 
from the relations of the road to the General Govern- 
ment. Itis urged that the aids granted by Congress to 
the road were granted in the exercise of its constitutional 
powers to regulate commerce, to establish post offices 
and post roads, to raise and support armies, and to sup- 
press insurrection and invasion, and that, by the legisla- 


tion which supplied aid, required security, imposed du- 
ties, and, finally, exacted upon a certain contingency a 
percentage of income, the road was adopted as an 


instrument of the government, and as such was not 
subject to taxation by the State. The case of 
McCullough os. Maryland is much relied on in sup- 
port of this position, But we apprehend that the 
reasoning of the case will hardly warrant the conclusion 
which counsel deduce from it in this. In that case the 
main questions were whether the incorporation of the 
Bank of the United States, with wer to establish 
branches, was an act of legislation within the constitu- 
tional power of Congress? And whether the bank and 
branches as actually established were exempt from taxa- 
tion by State legislation? Both questions were resolved 
in the affirmative. In deciding the first the Court did 
not hold, as counsel suppose, that Congress, under the 
constitution, has absolute and exclusive power to de- 
termine whether an act of legislation is or is not neces- 
sary and proper for carry ing into effect one or more of 
its enumerated powers. It defined the words “ necessary 
and proper” as equivalent in meaning to the words “ap- 
propriate, plainly adopted, not prohibited, but consist- 
ent with the letter and spirit of the constitution,” and 
held that the incorporation of a bank with branches was 
a necessary and proper means to the effectual exercise of 
— power within the definition thus given. It held 
urther, that Congress was, within this limit, the exclu- 
sive judge as to the means best adapted to the end dt 
posed, and that its choice of any means of the defined 
character was restricted only by its own discretion. But 
the question whether the particular means adopted was 
within the general grant of incidental powers, was de- 
termined by the court. A great part of the argument 
was directed to the proposition that the incorporation of 
a bank was an exercise of incidental power, within the 
true meaning of the terms n and proper, ex- 
plained by the court, an argument which would have 
been quite superfluous if that question was to be deter- 
mined by the legislative, and not by the = depart- 
ment of the government. We do not doubt, however, 
that upon the principles settled by that judgment, Con- 
gress may, in the exercise of powers incidental to the 
powers mentioned by counsel, make or authorize con- 
tracts with individuals or corporations, for services to 
the government: may grant aid by money or land in 
preparation for, and in performance of, such services; 
may make any stipulation and conditions in relation to 
such aids not contrary to the construction, and may ex- 
empt, in its discretion, the agencies employed in such 
services from any taxation, which will prevent or fim- 
pede the performance of them. 





But can the right of the road to exemption from such 
taxation be maintained in the absence of any legislation 
by Congress to that effect? It is enqunationatt true 
that the Court, in determining the second general ques- 
tion already stated, did hold that the Bank of the United 
States, with its branches, was exempt from taxation by 
the State of Maryland, although no express exemption 
was found in the chapter. But it must be remembered 
that the Bank of the United States was a corporation 
created by the United States, and as an agent in 
the constitutional powers of the government was en- 
dowed by the act of creation with all its facalties, powers 
and functiohs. It did not owe its existence or any of its 
qualities to State legislation, and its exemption from tax- 
ation was mainly put upon this ground. Nor was the 
exemption itself without important limitations. It was 
declared not to extend to the real property of the bank 
within the State, nor to interests held by citizens of the 
State in the institution. In like manner other means 
and operations of the government have been held to be 
exempt from State taxation, as bonds issued for money 
borrowed, Weston os. City of Charleston, 2 Pet., 467; 
certificates of indebtedness issued for money or or sup- 
plies, The Banks os.the Mayor, 7 Wall, 24; bills of 
credit used for circulation, Bank os. Supervisors, 7 Wall, 
28. There are other instances in which exemptions to 
the extent it is established in McCullough os. Maryland 
might have been held to arise from the simple creation 
and organization of corporations under acts of Congress, 
as in the case of the National Banking associations, but 
in which Congress thought fit to — the extent to 
which State taxation may be applied. (Van Allen os. As- 
sessors, 8 Wall573. _ Bradley os. The People, 4, Wall 
459. People os. Commissioners, 4, Wall 244). 
244). In all these cases, as to the case of the Bank of the 
United States, exemption from liability to taxation was 
maintained upon the same ground. The State tax, held 
to be repugnant to the constitution, was imposed direct- 
ly upon an operation or an instrument of the govern- 
ment. That such taxes cannot be imposed on the opera- 
tions of the government is a proposition which needs no 
argument tosupport it. And the same reasoning will 
apply to instruments of the government created by itself 
for public and constitutional ends. 

But we are not aware of any case in which the real 
estate or other property of a corporation not organized 
under an act of Congress has been held to be exempt in 
the absence of express legislation to that effect from just 
contribution in common with other property to the gen- 
eral expenditure for the common benefit because of the 
employment of the corporation in the service of the gov- 
ernment. It is true that some of the reasonings in the 
case of McCullough os. Maryland seem _ to favor the 
broader doctrine. But the decision itself is limited to 
the case of the bank as a corporation as created by a law 
of the United States and responsible in the use of its 
franchises to the government of the United States. And 
even in respect to corporations organized under the legis- 
lation of Congress we already held at this term that the 
implied limitation upon State taxation, derived from the 
express permission to tax the shares in the National 
Banking Associations is to be so construed as not to em- 
barrass the imposition or collection of State taxes to the 
extent of the permission fairly and liberally interpreted. 
(Bank of Louisville vs. Kentucky, Wall; Lionberger vs. 
Rowse, Wall.) 

We do not think ourselves warranted, therefore, in ex- 
tending the exemption established by the case of Mc- 
Cullough os. Maryland beyondits terms. We cannot ap- 

ly it to the case of a corporation deriving its existence 

rom State law, exercising its franchise under State law. 
and holding its property within State jurisdiction an 
under State protection. We do not doubt the propriety 
or the necessity, under the constitution, of maintaining 
the supremacy of the General Government within its 
constitutional sphere. We fully recognize the soundness 
of the doctrine, that no State has a “right to tax the 
means employed by the government of the Union for the 
execution of its powers.” But we think there is a clear 
distinction between the meansgemployed by the govern- 
ment. Taxation of the agency is taxation of the means 
—taxation of the property of the agent is not taxation 
of the means. No one questions that the power to tax 
all property, business, and persons within their respect- 
ive limits is original in the States, and has never been 
surrendered. It cannot be so used, indeed, as to defeat 
or hinder the operations of the National Government, 
but it will be safe to conclude, in general, in reference to 
the persons and State —— employed on govern- 
ment service, that when Congress has not inte to 
rotect their property from State taxation, such taxation 
is not obnoxious to that objection. (Lane cousy 08. 
Oregon, 7 Wall, 77; National Bank os. Kentucky, Wall.) 
e perceive no limits to the principle of exemption 
which the complainants seek to establish. It would re- 
move-from the reach of the State taxation all the prop- 
erty of every agent of the government. Every corpora- 
tion engaged in the transportation of the or gov- 
ernment property of any description by land or water, 
or in supplying materials for the use of the government, 
or in performing any service, of whatever kind, might 
claim the benefit of the exemption. The amount of 
property held by such corporations and having relations 
more or less direct to the national government and its 
service, is very great. And this amount is constantly in- 
creasing, so that it may admit of question whether the 
whole income of the pose which will remain liable 
to State taxation, if the principle contended for is admit- 
ted and applied in its fullest extent, may not ultimately 
be found inadequate to the support of the State govern- 
ments. The nature of the claims to exemption which 
would be set up is well illustrated by that which is ad- 
vanced in behalf of the complainants in the case before 
us. The very ground of claim is in the bounties of the 
General Government. The allegation is that the gov- 
ernment has advanced large sums to aid in the construc- 
tion of the road; has contented itself with the security 
of a second mortgage; has made large grants of land 
upon no condition of benefit to itself, except that the 
company will perform certain services for full compensa- 





tion, independently of those grants, and will admit the 
government toa vay limited and wholly contingent in- 
terest in remote net incomes. And because of these ad- 
vances and these grants, and this fully compensated em- 
ployment, it is claimed that this State corporation, ow- 
ing its being to State law, and indebted for these benefits 
to the consent and active interposition of the State Leg- 
islature, has a constitutional right to hold its property 
exempt from State taxation, and this without any legis- 
lation on the part of Congress which indicates that such 
exemption is deemed essential to the full performance of 
its obligations to the government. 

We are unable to find in the constitution any warrant 
for the exemption from State taxation claimed in behalf 
of the complainants, and must therefore answer the 
question certified to us in the affirmative. 








Track Cleaner. 


Mr. George P. Floyd, of Boston, has patented an in- 
vention lately tested on the Chicago & Northwestern 
Railway, which the Mechanic and Inventor describes as 
follows: “ From each side of the steam dome he carries 
“a small steam pipe, arranged with proper cut-off 
“ valves, and terminating in a peculiar shaped mouth- 
“piece immediately over the rail, in front of the sand- 
“pipes. When the valves are open, the force of the dis- 
“charge of dry steam through these pipes completely 
“clears the face of the rail from sand, dust and snow 
“that may have been left thereon and not removed by 
“the pilot. He also carries from the head of the boiler, 
“at the high water line, or where the guage cocks indi- 
“cate that line, two similar pipes, terminating in similar 
“mouth-pieces, immediately in the rear of the drivers, 
“the object of which is to blow off the sand which ne- 
“cessity has compelled the engineer to discharge from 
“his boxes to give his drivers a hold upon the rails and 
“prevent their slipping. These pipes also lubricate the 
“rail, thereby facilitating the passage of the train.” 

In a trial of this road on the Iowa Division of the 
Northwestern near Monigona, on a grade of 102 feet to 
the mile, with a dry rail, without the use of this inven- 
tion, the locomotive took thirteén cars up the grade in 
12 minutes and 85 seconds. Then a trial was made with 
fourteen cars, which were taken up the grade in 12 min- 
utes and 30 seconds, by lubricating the rail behind the 
drivers. Anderson's valve was used, set to blow off at 
120 pounds. The additional car and load used in this 
last trial weighed 48,900 pounds. The apparatus has 
been used on the Northwestern about six months, and is 
highly approved, for clearing the track of snow, as well 
as sand and other dirt. 





—The Directors of the New Haven,* Middletown & 
Willimantic Railroad (Air Line) have requested Gen. 
Serrell, Chief Engineer, to report upon the practicability 
of so raising the grade of their railroad through Middle- 
town and Portland, as to use the top chord of the truss 
for the railroad. The object of the proposed modifica- 
tion is toenable the New Haven, Middletown & Willi- 
mantic Railroad Company to take their track over the 
Connecticut Valley Railroad instead of crossing it at 
grade, and to make use of the lower chord of the bridge 
for highway purposes between Middletown and Port- 
land, and to increase the depot facilities. 

It is understood the modification is admissible and the 
Board of Engineers appointed under the Act of Con- 
gress, will assemble this week to consider the change 
proposed. The west abutment, four of the foundations 
and four of the caissons have been completed. The 
iron superstructure, now nearly done at Pittsburgh, 
will have to be modified if the alteration of the plan is 
made. 

It is proposed to finish the bridge during the present 
season.— American Railroad Journal. 





—The Privy Council of Great Britain have issued a 
series of orders regulating the transit of animals. 
These are to come into force at different periods: the 
first set, affecting the transit of animals by sea, on 81st 
July. The regulations regarding the transit by rail will 
not come into effect before the close of the present year, 
the delay arising from the necessary alterations which 
will have to be made inthe trucks. Every truck will 
have to be provided with spring buffers, and the floor 
fitted with proper battens. Between November and 
April all freshly shorn sheep are to be protected by a 
covering from the inclemency of the weather. The pro- 
visions for disinfecting trucks are also set forth at length, 
together with the infractions of the regulations under 
which penalties will be inflicted. A short supplementary 
order provides for the supply of water at all the stations 
on railroads used for the transit of animals.—LZondon 
Railway News. 


—The Seville, Xerez & Cadiz Railway Company, 
after a protracted litigation, have officially suspended 
payment. Unless within four months an amicable 
arrangement has taken place between the creditors and 
the company, the line will be judicially disposed of. 
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AMERICAN BRIDCES. 


The introduction of iron as a material 
for constructing bridges was contempo- 
raneous with the rise and spread of our 
railway system, and to this circumstance 
must be assigned the reason that timber 
bridges never attained to any great pro- 
minency ameng us as engineering struc- 
tures. Spans of magnitude and heavy 
loads were, comparatively speaking, un- 
known before the advent of steam loco- 
motion. It was nearly always possible 
to divert either the under or over route so 
as to reduce the span to moderate di- 
mensions, and the strains arising from the 
heaviest road traffic were but a trifle to 
those generated by even the light locomo- 
tives of the early railways. There was 
also another cause which limited the em 
ployment of timber as a constructive 
material for bridges. It was the prevalency 
of building in stone, the arch being pre- 
ferred to any other type of erection. That 
form was then capable of being much 
more generally used than now, owing to 
headway not being of such paramount im- 
portance as it is now. In many instances 
in laying out railways it becomes simply 
impossible to so adjust the relative levels 
as to obtain sufficient headway to allow of 
an arch being turned. Either the horizontal 
girder must be adopted or the line cannot 
be made at all. So long as the span was 
limited this constituted, prima facie, no 
valid argument against the employment 
of timber bridges, as regards their ab- 
solute strength and capabilities of carrying 
locomotive traffic. But there are many 
other reasons which, especially when aided 
by those already mentioned, combined to 
render the use of timber bridges speedily 
obsolete. In the first place, the material 
itself began to fail at home, and although 
sound wood could be obtained from various 
foreign parts, it was found impossible to 
bestow upon ita sufficient amount of dura- 
bility to warrant its adoption in situations 
where almost constant repairs could only 
be effected at serious inconvenience to the 
passing traffic. Financially the question 
turned upon one point, which may be 
thus stated. After a certain number of 
years, will the greater first cost of an iron 
bridge prove less than that ofa timber 
bridge together with the sums spent upon 
its repairs oe that period? It is of 
course assumed during this time that the 
iron bridge requires no repairs, which, 
omitting a trifling sum for painting, is 
true. Considering that English engi- 
neers have virtually discarded timber 
— the point may be considered as 
decided against them. The Board of 
Trade views with oo suspicion the pro- 
posed erection of any wooden bridges 
—— a line of railway. Their inspecting 
officer cannot refuse to pass them so long 
as their own regulations which permit 
them remain good; but they are invaria- 
bly very stringent in the tests they apply 
to them, a to allowing the line to 
be opened to the public. When all these 
opposing influences are borne in mind, it 
is not to be wondered at that timber 
bridges are a thing of the past among 
English engineers. 

he finest examples of timber bridges 
are to be witnessed on the American rail- 
ways, and many of them reflect the high- 
est credit upon the engineers of that 
country. A great deal of in enuity and 
mechanical skill has been displayed in the 
several types of trussed bridges which 
characterized the first railroads of that 
vast continent. The reasons at that time, 
however inconclusive they might be at 
present, which rendered the adoption uni- 
versal were based upon grounds the very 
opposite of those which led to their aban- 
donment here. The material was abund- 
ant and frequently upon the very spot 
where it was by rgd needed. Granted 
that the bridges did require considerable 
repairs at the end of a few years it was 
cheaper to execute them several times in 
succession than to build them in the first 
instance of iron, the transport of which 
to the site would have been attended with 
enormous expense. Many of the Ameri- 
can timber bridges are now being replaced 
by iron ones, but timber will for a long time 
yet constitute the chief material for Suild- 
ing railway bridges in the United States. 
The M’Cullum inflexible truss, the Bun, 
Howe and Long’s principles have been 
all embodied in the engineering structures 
in America, together with so many 
modifications, improvements and altera- 
tions that the inventors would be puzzled 
to recognize any one particular system 
among the complicated examples erected. 
In these trusses there were two distin- 
guishing features which virtually divided 
them into two respective classes. One of 





these might be termed the compound and 
the other the simple system. In the for- 
mer the whole truss or frame consisted of 
a combination of the arch and the hori- 
zontal principle, a combination which, 
however accurate and specious in theory, 
has never worked out well in practice and 
never will. It is very analagous to the 
combination of cast-iron girders and 
wrought-iron tie rods, which were used 
by engineers in the infancy of railways at 
home, to accomplish a span which the 
cast-iron girder was unable to effect by its 
own strength. The theory was that each 
part, both cast and wrought, would do its 
own duty and notin any way interfere 
with that of its neighbor, and that the 
compression of the cast iron would be ex- 
actly balanced by the tension of the 
wrought. Unfortunately this idea proved 
delusive, being unmistakably demonstra- 
ted by the sudden failure of a compound 
girder of 90 feet span, which was attend- 
ed with fatal results. A few more, minor 
accidents of a similar character convinced 
engineers that the compound girder was 
defective at any rate in practice, however 
apparently sound it might be in theory. 
he combination of the arch and hori- 
zontal systems in trussed timber bridges 
was not attended with any distinct failure 
approaching to that just alluded to, but 
from the fact that it was impossible to se- 
cure the accurate performance of each 
part individually, it soon manifested signs 
of weakness and distortion. It was soon 
perceived that there were only two courses 
to be pursued in order to obtain a firm 
and substantial structure. The one was to 
abandon the arch altogether, and resort to 
the simple horizontal truss, or to design 
each sufficiently strong to bear the whole 
load to which the bridge might be subject- 
ed. In the latter case the loss of material 
is palpable. Tracing the progress of tim- 
ber bridge building, we find that ultimate- 
ly the former course was adopted and the 
arch altogether rejected, thus reducing the 
case to that of a simple horizontal frame. 
This type, although it dispenses with the 
assistance of the subsidiary arch, yet per- 
mits the upper member to be either hori- 
zontal or curved, as in a bowstring girder. 
Passing from timber to iron, the late Mr. 
Roebling’s system deserves attention, 
which promises to have an extensive ap- 
plication in America, especially for large 
spans. His system depends upon what he 
terms the parabolic truss, which can be 
described in a few words. If in an ordi- 
nary bowstring girder the chord or string 
be removed and an inverted arch or bow 
substituted for it we have the double para- 
bolic form. These two arches or bows be- 
ing connected by intermediate trussing con- 
stitute the parabolic truss. It is assumed 
that by this system the supporting power, 
orin other words the strength of the 
structure is doubled, while the amount of 
material remains approximately the same. 
This is doubtful. There is no doubt but 
that the inverted arch will assist in sup- 
porting part of the load, which the hori- 
zontal chord will not do, but whether each 
arch can be designed on the assumption 
that only half the total load will practical- 
ly fall to its share is a question not so easy 
to decide. For small spans there would 
be little or no advantage gained in the use 
of the parabolic truss in preference to the 
ordinary principles of construction, and 
bearing in mind the greater unsteadiness 
of its whole figure, its superior cconomy 
for large spans is a fair subject for discus- 
sion. We have already noticed the com- 
bination of the arch and horizontal girder, 
but there is still another to be mentioned 
which is adopted in the Niagara Bridge. 
It is the combination of the arch and 
cable or suspension principle. Under a 
uniform load these components will act 
together with tolerable harmony, but 
when the structure has to undergo the 
passage of heavy Variable loads, their ac- 
tion is exceedingly uncertain and unsatis- 
factory. It would not be difficult to guess 
what would happen to those compound 
girders were they subjected to the transit 
of the Scotch express or Irish mail. We 
would rather not be in thetrain. In com- 
paring all bridges in which cables con- 
stitute one of the component parts with 
those on the horizontal principle, and 
claiming for the former the merit of su- 
perior economy, the amount of material 
contained in the towers is usually over- 
looked. If this be added to that in the 
brid itself the total will more than 
equal the quantity required ina horizontal 
irder where towers are not needed.— 
echanics Magazine. 











—It is announced that in the consolida- 
tion of certain telegraph lines, the Union 
and Central Pacific are assigned $3,000,- 
000 each of stock, the Atlantic & Pacific, 
$3,000,000, and the Franklin, $1,000,000. 
Hubbard, the postal telegraph man, is 
spoken of for General Manager. 


THE RAILROAD GAZETTE. 


Again we give a few selections from notices 
which our friends of the press have given us : 

‘Without doubt the very best paper of the 
kind in the United States.”—Dizon (Jll.) Tele- 
graph and Herald. 

“‘ Much the best journal of the kind now in 
this country.’—New York Official Railway 
News. 

‘In its new form continues to improve. * 
* * The GazETTE is becoming a paper which 
no enterprising, progressive, practical railroad 
man can afford to be without.—Awrora (JIll.) 
Beacon, 

‘“‘A model of what a railroad newspaper 
ought to be.”—Kankakee (Ill.) Times. 

“Tt must be invaluable to railroad men.”— 
Oshkosh ( Wis.) Journal. 

‘A splendid paper, containing much valua- 
ble information, and should receive the hearty 
support from the class of the community in 
whose interest it has been published.”—TZus- 
carawas (O.) Chronicle. 

‘“‘ We have already several times said that 
this is probably the best railroad paper in the 
country. We have not altered our opinion 
of it.”—Peoria National Democrat. 

“The best railroad paper which we re- 
ceive.’—Philadelphia Underwriter. 


NOTICE TO CONTRACTORS 


OFFICE OF THE GILMAN, CLINTON & t 











SPRINGFIELD RAILROAD COMPANY, 
SPRINGFIELD, May 24, 1870. 


Sealed proposals will be received at the office of 
this Company, until 12 o’clock m. of SATURDAY 
Jd a 18, for the grading, bridging, and masonry ot 
the 


Gilman, Clinton & Springfield R.'R. 


From Gilman to Springfield. 


The route will be laid out in sections, and bids 
will be received for the whole or in part, for any 
part of the work. 

Bids for the masonry and earthwork to be by the 
cubic yard; trestle work and timber culveris by 
the thousand feet. 

Plans, profile, and specifications can be examined 
at the office of the Chief Engineer, in Springfield, 
on and after June 1, 

Successful bidders 'will be required te execute 
the work as rapidly as possible. 

1 The Company reserve the right to reject any and 
all bids they may deem unreasonable. 
8. H. MELVIN, President. 


AKRON GEMENT,. 
Union Akron Cement Company, 


SOLE MANUFACTURERS. 


OFFICE AND WAREHOUSE: 


88 MARKET S8T., CHICAGO. 
cthanenaiaalpoaientahainins 
ya of Railroads and Bridge Builders, prompt- 
ed. 











ly 


IRON BRIDGES, PIVOT BRIDGES 


= Sp 


Turn Tables. 
F.C. LOWTHORP, 
Civil Engineer, Patentee & Builder, 


78 E, STATE STREET, 
TRENTON, N. J. 


F. E. Canda, 
BRIDGE BUILDER 
GENERAL CONTRACTOR. 


No. 2 8.Clark St., 
CHICAGO, - - ILLINOIS. 


H. A, BUST. 














L. C. BOYINGTON. 


Boyington & Rust, 
BRIDGE BUILDERS, 


—— AND -—— 


CONTRACTORS. 


Nos. 2 and 3 Andrews Building 
157 LASALLE ST.. CHICAGO. 


Builders of Iron, Combination and Howe Truss 
Railroad and Highway Bridges, Roofs 








and Engine Turning Tables. 


SOU &. REWBERRY,.--00000..0000000005 President. 
E. C. DEAN, ...........e0e0e Treasurer and Manager. 





Michigan Gar Co,, 


MANUFACTURERS OF 


RAILROAD CARS! 


200 Larned Street West, 


DETROIT, - - - MICH. 





JAS. McMILLAN, Sec, JAS. McGREGOR, Sup’t, 





AMERICAN 


Hand Stamp and Patent Company. 


Manufacturers, Agents and Dealers in 
Hand Stamps, Notary’s Seals, 
Burning Brands, Baggage Checks, 
Stencil Cards, Plates, 
Inked Ribbons in any Size, 
Manufacturers of 


Secor’s Patent Pen Racks, Embossing Seals, with 
Changeable Date, Secor’s Patent Writing 
and Shipping Ink in all Colors, 


Secor’s Repeating Lights, 
IXL Draw Lights, IXL Lanterns, 


Sewing Machine Castors, for all Machines, 
Secor’s Patent Magic Star Pad Ink, 
in ali Colors. Also, dealers in 


PORTABLE PATENTS, 


OF ALL KINDS. 


Office, 139 Madison St.. Room 55. 


W. P. JORDAN, Pres. L. A. MARTIN, Sec 
GEO. E. 8. SECOR, Treas. and Gen. Supt. 
@” Agents wanted in every city or town. 


John Blakeley, 


DEALER IN 


WOOL AND COTTON WASTE, 


For Railroad and Steamboat Use, 


Steam Packing, &c. 


233 Church Street, Philadelphia, Pa. 
SOLE AGENT FOR 


Cleveland Steam Gauge Co. 


HOLT’S PATENT STEAM GAUGES, 
For Locomotive and Stationary Engines, 


Locomotive am yo Water Gauges and 
‘est mps. 


RUFUS BLANCHARD, 


146 Lake St., Chicago, 
Has Issued aNEW STYLE of 


MAPS! 


IN FLEXIBLE CASES, 

















Which are both cheap and convenient. The follow 
ing States are now ready: Illinois, lowa, Missouri, 
Kansas, Nebraska, Minnesota, Wisconsin, Indiana, 
Michigan and Ohio. Mailable on receipt of 
cénts. They show the counties, towns and rail- 
roads and are fine specimens of workmanship. 


SEWER PIPE, DRAIN TILE, 


Bath Brick & Fire Brick, 


Manufactured and Sold by 


THE JOLIET MOUND (0. 


Joliet, Will Co., Dllinois. 
Office and Yard in Chicago, 


Cor. Washington & Market Streets. 


a Orders and inquiries promptly attended to. 








JOLIET ,.MOUND;CO. 


sf 
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J. M. BRADSTREET & SON'S 


IMPROVED 
Mercantile Agency, 


THEIR NEXT VOLUME, 


JULY ist, 


1870. 


It will be found, as usual, very complete and accurate, and is 
recommended with confidence to the Mercantile 
Community. 


POCKET EDITIONS, IN HANDSOME & CONVENIENT FORM, 


WILL BE ISSUED AUGUST FIRST. 


J. M. BRADSTREET c& SON, 
Cor. Lake & Dearborn St., Chicago. 


JOHN M. KEESE, Sup'’t. 





Established 1852. 


CLEVELAND FILE WORKS, 
CLEVELAND, OHIO. 

All descriptions of Files Manufactured and Re- 
cut. Also, dealers in Best English Cast Tool 
Steel. Orders solicited and satisfaction guaran- 
teed. JOBN PARKIN, Prop’r. 


TRON AND BRASS CASTINGS. 


Murray \ron Works Company, 
BURLINGTON, IOWA. 
Castings in Iron, Brass, Gun and Bell metals, of 
every description, in green or dry sand or 
with or without Patterns. Especial attention to 


Car Brasses, Babbit Metal, 
and Locomotive Bells, 
Sole Agents for 


WATERS PATENT LIME EXTRACTING HEATER, 


— AND — 
Bartlett’s Pat. Automatic Lubricating Sleeve. 
C. L. RICE, Presipent. 
SAM’L R. BARTLETT, Sec. and Treas. 


UNION TRUST GO., 


OF NEW iw YORK. 


No. 73 Broadway, | cor. Rector St, 
Capital, - - 1,000,000, 
[All paid in and securely invested.] 

INTEREST ALLOWED ON DEPOSITS, which 
may be drawn at any time. 

This Company is by law and by the order of the 
Supreme Court made a legal depository of money 
It will act as Receiver in cases of litigation, take 
charge of, and guarantee the safe keeping of all 
kinds of Securities, and collect coupons and 
interest thereon. 

It ie authorized by law to accept and execute all 
TRUsTs of every description, in reference to both 
= and personal property committed to them by 

y person or —e. or transferred to them 
by order of any of the Courts of Record, or by any 
Surrogate 
It is especially authorized to act as Register and 
Transfer agent and as Trustee for the Parpoee of of 
issuing, registering or countersigning t 
cates of stock, bonds or other evidences of debt of 
any corporation, tion, munici » State 
or public authority, and will pay oan and divi- 
dends on such terms as may be agreed upon. 

In giving special prominence to this department 

cits business, attention is particularly called to 
the paramount advantages of employing this com- 
PANY in the capacity of AGENT, TRUSTEE, RECEIVER 
ot TREASURER, in preference to the a appointment ot 
INDIVIDUALS. A guarantee capital of ONE MILLION 
DOLLARS specially invested by requirement of its 
charter, and a pe Ty succession ; a central- and 
SS place of business, where business can 

transacted daily, without disappointment or 
delay: its operations directed and controlled by a 
responsible Bear d of Trustees; and its entire man- 
agement also under the supervision of the uo Sageamae 
Court and the-Comptroller of the Sta 











urged IN ITs FAVOR on the ene hand, 
Uncertainty of Life, the Fluctuations of usiness, 
Individual Responsibility and General Inconven- 
ience on the other. 
ISAAC H, FROTHINGHAM, President. 

AUGUSTUS SCHELL, 
HENRY K. BOGERT. { Vice-Presidents. 

TRUSTEES. 


A. A. LOW, JOHN V. L. PRUYN, 
HORACE F.CLARK, BENJ. H. HUTTON, 


A HOADLEY. JAS. M. McLAIN, 
DWARD B. WES: , W. WHITEWRIGHT, dr. 

GRO. ov W: HENRY STO: 

J. B. JOHNSON, HENRY E. Da 

GEO. B. CARHA SAMUEL 


PETER B. SWEENEY. CORNELIUS D. WOOD, 
ERBURY, 8 B. CHITTENDEN 
FREEMAN CLaRE DANIEL C. HOWELL, 
AMASA J. PARKER, GEORGE W 
HENRY A. KENT JAMES FORSYTH, 
WILLIAM F. RUSSELL, R. J. DILLON, 
8. T. FAIRCHILD 
CHARLES T. CARLTON, Secretary. 


ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE S8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 


Removable Globe Lanterns. 








O. A. Boaus, Pres. Jas. at, Gyane, Gams, 
A. H. Gunn, Sec’y. J. M. A. Drew, Asst Sup 
WM. U. THWING, 


PATTERN 


Model Maker ! 


Calhoun Place, Rear of No. 120 Dear- 
born Street, Chicago, Third Floor. 


Employing none but the best workmen, and hav- 
ing superior facilities, I am prepared to do the best 
work ee e best materials) at low figures, and 
ounce e@ satisfaction. Patent Office Modelsa 
specialty. 


HARRISBURC 


Foundry and Machine Works | 
indies < + Denpateats 


MANUFACTURERS OF 


MACHINISTS’ TOOLS! 


— SUCH as — 
LATHES, PLANERS, 


Shaping and Slotting Machines, 
Bolt Cutting & Nut Tap- 
ping Machines, &c. 


W. T. Hiwprvp, Treasurer. 
THE BEST : 


FIRE PROOF SAFE 


[iN THE WORLD, 
Is now Manufactured 


| IN CHICAGO, 
-BY- 


| HERRING & CO, 


40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
Is Manufacturedin Chicago by Herring & Co. 
The above Bankers’ Safes are lined with the 
(or Franklinite) ad only metal 
which cannot be drilled by a Burglar 
HERBRING & CO., 40 State St. 
Manufactory;;—Corner 14th St. and Indiana Ave. 























ANDREW CARNEGIE, Tros. M. foanemm, 
PRESIDENT. VICE-PRESIDENT. 
ANDREW KLOMAN, GEN. SuP"r. 


THE UNION IRON MILLS, 


or PITTSBURGH, Pa. 
Sole Manufacturers, unter our own Patents, of 


IMPROVED “I” BEAMS, 
CHANNEL BARS, 
Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(*“ KLOMAN ” Brand.) 
“* Tinville & Piper’s Patent?’ 
Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


“Upset” BRIDGE LINES 


GENERAL WESTERN OFFICE: 


No. 13 Fullerton Block, Dearborn-St., 
CHICAGO, ILLINOIS. 


THE UNION IRON MILLS manufacture ... 
sizes of Pipe Iron, Merchant Bar, Forgings, 
mered and Rolled Locomotive and Car Ax xles, from 
the very best iron. — Bars (or Fish Plates,) to 
suit 2 atterns of Rails. Bridge Iron and Bolts, 
“I** Beams, Girder Iron, Channel Iron, &c. 


WALTER KATTE, Western Agent. 


The Mercantile Agency, 











R. G. DUN & CO.’S 
Reference Book! 
For the Semi-Annual Term, commencing July 1st. 


It contains the names and business of individual 
traders and firms throughout the States 
and Territories, Canada and Nova 
Scotia, with their 


CAPITAL, CREDIT AND STANDING 
In the communities where they reside, revised by 


theirown Exclusive mts and Correspondents, 
upon fresh detailed r . 


Several Thousand New Names 
Have been added since the last volume, and a vast 
number of changes made in old quotations. 


Names no longer in Business have 
been Dropped 


This work has been faithfully executed with 
labor and care at great expense, and is offered to 
business men with the fullest confidence in its ac- 
curacy and reliability. For every estimate and 
gradation of credit in each individual case a report 
can be found upon the 


RECORDS OF THE AGENCY. 


Tue REFERENCE Book may be seen at the office 
in New York and the other cities, and with 


Claims for Collection 


es Fy to_ throughout ~~ United 
es and the British Province: 

The aim of the Publishers has been to poGase 4 
Standard Reference Book upon which neers 
of credit may rely with confidence in ite f edom 
from inflations or exaggerations. The tendency 

has been to moderate rather than over-estimate. 
They have endeavored to st improper 
nfluence in all directions. co. E 


List of National Banks, 


With their Capital and Officers appointed. 


This Agency was established in 1841, 
experience, enlarged facilities, and the faithf 
performance of its work, combine to make it 


THE STANDARD AGENCY. 


——_.—__—_ 


R. G. DUN & CO. 


OFFICE: 


101 & 103 Wabash Ave., 
CHICAGO, oa — ILLINOIS, 
ALEX. ARMSTRONG, Manager. 


Manager of the Pittsburgh Branch from 1854 to 1956 


WALL PAPERS! 
WINDOW SHADES, &c., &c. 
A choice and superior stock of the finest Import 


ed Watt P. Wixvow Suapzs, for 
REDUCED PRICES, at 


No. 89 Randolph St. 
pa ag moa ag Pm he Palntg snd Grainlng 


— “ttended 19. "The. be workmen em 


ployed and satisfaction ibs. y 
EF. E. RIGBY, Jr. 











TO ADVERTISERS. 





THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 


KELLOGG’S LIST, 


CONTAINING 


240 Country Papers. 





Terms of Advertising, 


Only TWO DOLLARS per Line, 


WITH A LIBERAL 


Discount to Heavy Advertisers, 


THIS 18 BY FAR 
The Cheapest Advertising 


EVER OFFERED, 


Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselves 
of the unusual facilities of the undersigned for in- 


erting advertisements in TWO HUNDRED AND 
FORTY 


LEADING COUNTY PAPERS. 





For further 
proprietor of this paper, 


call upon or address the 


A.N. KELLOGG, 


99 & 101 Washington St., 





CHICACO, ILL. 
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HUSSEY, WELLS & CoO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF 


CAST STEEL: ! 


BEST REFINED STEEL FOR EDCE TOOLS. 
Particular attention paid to the Manufacture of 


Steel for Railroad Suvplies. 


HOMOGENEIOUS PILATES, 


For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANE PINS, CAR AXLES, &C. 





Also Manufacturers of the Celebrated Brand, 


“ Hussey, Wells & Co, Cast Spring Steel,” 


&® For Elliptic Springs for Railway Oars and Locomotives, _@% 





Office and Works, Pittsburgh, Pa. 


BRANCH WAREHOUSES: 


88 MICHIGAN AVENUE, CHICAGO. 
139 & 141 Federal St. Boston. | 30 Gold St., - - - New York. 








Union Gar Spring Mfg Co. 


Sole Proprietors of the a y) 
af — >>) 





Wool-Packed Spiral. | Wevbard, 
HEBBARD CAR SPRING! 
Offices: No, 4 Dey St., New York, and 19 Wells St., Chicago. 
Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS 


MANUFACTURERS OF 














Group Rubber Center Spiral Spring, 


VOLUTE BUFFER, INDIA RUBBER, RUBBER 
CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINGS. 


No. 1 Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO, 
WORKS ON 129th AND 130th STREETS. NEW YORK. 


Volute Buffer Spring. 








LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


IS PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORE, 


And all other Kinds of 


CAR S$! 
Also, TRON and Every Description of CAR CASTINGS Made to Order. 


DR.IC. D, GLONINGER, President. 





J.M GETTEL, Superintendent. 















PITTSBURGH CAST STEEL SPRING WORKS. 
A. French c& Co.-, 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FROM BEST CAST STEEL. 
OFFICE AND WORKS:—Cor. Liberty and 2ist Sts.,. PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 











J. H. LINVILLE, PRESIDENT. J. L. PIPER, GEN. MANAGER. A. G. SHIFFLER, SUPT & TREAS, 


The Keystone Bridge Company 


OF PITTSBURGH, PENN. 


Office and Works, 9th Ward, Pittsburgh, Pa. Philadelphia Office, 426 Walnut Street. 


GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 
CHICAGO, ILL. 


(2 This Company possess unrivaled facilities for manufacturing and erecting every description of 
Iron and Wooden Railway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Linville and Piper? Patent Iron Bridges, Self-Sustaining Pivot Bridges, 
Suspension Bridges, and Ornamental Park Bridges. Contractors for Wooden or Iron 


Bridges of any pattern, as per plans and specifications. Circulars sent on application. 
WALTER KATTE, ENGINEER. A. D, CHERRY, SECRETARY. 


THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R., has now stood 
the test of — use on the above road, the Phila- 

hia, Wilmington & Baltimore and Philadelphia & 
eading Railroads, for the past two years, and proved 
itself to be what is claimed for it—a rfect ape 

against the unscrewing or receding of nuts. Its sim- 
. icity, efficiency and cheapness over any other appli- 
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It is jially adapted “to. and extensively used by 
leading Railroads of "he country for the purpose of se- 
curing nutes on railway joints. 

The accompanying cuts show the application of the 
Washer. For further information, wn y to 


A. GIBBONS, Coatesville, Pa. 


Geo. C. Clarke & Co., 


FIRE & MARINE INSURANCE. 


No. 15 Chamber of Commerce. 
GEO. C. CLARKE. SAM’L M. NICKERSON. 
AGENTS FOR 


New England Mutual Insurance Co., of Boston, 


ASSETS OVER $1,140,000! 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 











’| Independent Insurance Company, - of Boston, 


ASSETS OVER $500,000. 


North American Fire Ins. Co., of New York, 


ASSETS OVER $770,000. 


Excelsior Fire Insurance Co.,- - of New York’ 


ASSETS OVER $840,000. 


Fulton Fire Insurance Company, of New York, 


ASSETS OVER $810,000. 


OMNIBUSES 


—-OF— 








EVERY STYLE! 
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GENERAL FREIGHT DEPARTMENT. 


The Illinois Central Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


Cairo, St. Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD, JACKSONVILLE, 


And All Points in the Central and Southern parte of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
Ereeport Galena and Dubucque. 








t Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as by any other Route. 


BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 


THEY ARB ENABLED TO TAKE FREIGHT To avi Ports West or DUBUQUE 
tw” WITHOUT CHANGE OF CARS! 43 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked : 


“Via Illinois Central Railroad.” 


For THROUGH BILLS OF LADING, and further information, 
apply to the Loca Freient AGENT at Chicago, or to the undersigned. 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. 


LESCHOT’S PATENT 


DIAMOND POINTED 


Steam Drills 


—— FOR-—— 


Railroad Grading, Well Boring, Prospecting, &. 


The unegualled efficiency and economy of these DRILLING 
MACHINES are fally established. and they are fast superseding 
all other inventions for ROCK DRILLING. They are 
constructed of various sizes and patterns to suit different classes 
of work, being adapted to Channelling and Gadcing in ees 

toshafting, tommetieg, prospecting and all open cut work in mines; 
also to heavy Railroad-grading and Sub-marine Blasting. _They 
operate Pye | without percussion: and produce a perfectly 
cylindrical hole of uniform diameter. Their usual rate of boring 
is three to five (3 to 5) inches per minute in hard rock ; eight to 
ten (8 to 10) inches per minute in slate and sand rock, and 
vier a to twenty-two (18 to 22) inches per minute in coal 

iT CO , in the form of solid cylinders of rock or mineral 
may be taken out of mines from any depth—not exceeding one 
thonsand (1, 2000) feet—showing the "eee ological formation, char- 
acter of mineral de its, &c. These drills never need +harp- 
(com and no —— ——- in boring—as the cutting poin‘s 
uncut diamonds.) are practically indestructi- 
Boilers, gies, Steam Pumps, and all necessary tools 
furnishes with i Nustrated circular eent on application. 


SEVERANCE & HOLT, Man’f’s, 



































MANUFACTURERS OF 


Superior Cast Steel Files. 


LANCASTER, PA. 








The National Iron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works,] 
ESTABLISHED 1847. 


DANVILLE, PENNSYLVANIA. 
MANUFACTURER OF 


RAILROAD IRON, 


BAiLpesP CHAIRS, SPLICE BARS AND LTS, FRO SWITCH RODS, AND 
FEVERS, HOOKHEAD D AND CO ‘1K HEAD 8 IKES, BRIDGE AND CAR 
BOLTS, ROLLS AND ROLLING I MACHINERY, BLAST FURNACE 
CASTINGS AND D IA OMINER Y,& STEAM ENGINES AND BOILERS, 
IRON BRASS CASTINGS. ENGINE AND 
MACHING WORK, STEAM & WATER 
FITTINGS, éc., 
WM. HANCOCK, Presiden 
Sec., ‘Treas. and P. Cc. BHINCK, Vice-President, 401 


BENJ. J. WELCH 
Gen. Manager, ‘Danvilte. Pa, mut St., Philadelphia, 


“THE 


“RED LINE; ! 


——RUNNING OVER THE— 


Michigan Southern and Lake Shore R, R.’s, 


— WAS THE — 


FIRST LINE to CARRY FREIGHT BETWEEN the EAST and WEST, 
WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 


NEW YORK AND BOSTON, 


IN FOUR AND FIVE Days! 











t@ Contracts made at the Offices of the Line. gs 
C. Shutter, A A. Cush 
—_— ath Broadway, New York. 7 mam, Poe House, Boston, Mass. 
W. D. MANCHESTER, Agent, 54 Clark St., Chicago, 


Great Central 








Route. 





\*BLUOE LINE.” 


ORGANIZED JANUARY 1, 1867. 


1870. 1870. 





OWNED AND OPERATED BY THE 
Michigan Central, Illinois Central, Chioago, Bur- 
lington & Quinoy, Chicago & Alton, Great 
. Western (of Canada), New York Central, 
Hudson River, Boston & Albany, and Provi- 
dence and Worcester Railroads. 


Tae * BLUE LINE °? is the only route that offers to shippers of freighc the advantages of an 
unbroken ga through from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension Bridge and Buffalo. All Through Freight is then transported between 
‘he most distai_. points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been largely increased. This Line is now prepared to extend 


a 
facilites for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


wre ‘Zhe Blue Line Cars 


are all of a solid, uniform build, thus large) MY lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent difficulty of repairs, while remote from their own roads. The 
dlue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. cial care given to ~ Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all Perishable my 

Claims for ove oss or damage, aes settled upon their merits. Be particular and direct 
all shipments to be ed — consigned 


BLUE LIN EK.” 


FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 


and ton. 
J. D. HAYES, Gen. Manacer,...Detroit. | P. K. RaNDALL,..No. 11 State St., Boston 


C. E. Nosuz,....No. 8 Astor House, N. Y. | F. A. Hows,....31 Dearborn St., Chicago 
N. D. Munson, PRS AST SE uincy, Dl. | W. W. STREET, . .81 Dearborn St., Chicago 
Gero. E. JARVIS,...... 273 Broadway, N. Y. | J. JOHNSON,’***......eeeeeeees Cairo, Ill 


THOS, HOOPS, Gen. Fr't Aor. Michigan 5 wet putrene, et 
A. WALLINGFORD Aer. Grr. West'n R. R., 1 Lake St., Chicago. 
N. A. SKINNER, Freight Agent Michigan Genital Railroad 


Empire Line! 


THE EMPIRE TRANSPORTATION COMPANY’S 


Fast Freight Line to the East 


TO THE COAL AND OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


WwWitTrTHeouvuewnrT TRANS YFT|H! 
Office, No, 72 LaSalle Street, Chicago. 


GEO. W. RISTINE, Western Superintendent, Cleveland, Ohio. 
W. G. Van Demark,..265 Broadway, New York. | E. L. O’Donnell,.....---+-+-+--+0+++ Baltimore, Md 
G. B. McCulloh,....42 South 5th St., Philadelphia. | Wim. F. Smith,........---+esereseeerees Erie, Penn. 
‘JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, Chicago. 

















W. T. HANCOCK, Contracting Agent. 
Wi, F. GRIFFITTS, Jt, Gen. Freight Agent, Philadelphia. 












See 
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Elegant Palace Sleeping Cars run Through to Peoria & Council Bluffs 
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CHICAGO, ROCK ISLAND & PACIFIC WARMING AND VENTILATING 


RAILROAD. 


@ THE DIRECT ROUTE FOR .# 
Joliet, Morris, Ottawa, LaSalle Peru, Henry, 
Lacon, Peoria, Geneseo, Moline, Rock island, 
DAVENPORT, MUSCATINE, WASHINGTON, IOWA CITY, 
Grinnell, Newton, Des Moines, 


COUNCIL BLUFES & OMAHA, 


CONNECTING WITH TRAINS ON THE UNION PACIFIC RAILROAD, FOR 


OGDEN, 











CHEYENNE, SALT LAKE, 


WHITE PINE. EAT ELENA, - CRAMENT : 


ina, Japan, Sandwich Islands, Oregon and Alaska. 


(@” TRAINS LEAVE their Splendid new Depot, on VanBuren Street, Chicago, as follows : 
ARRIVE. 


LEAVE. 
Sunday excepted)...............0.. 10:00 a. m. 3.35 
Pasig CEOmMODA ON. (Sundays exnepted). bia eal 5.00 > 9.50 y m 
PACIFIC (Saturdays excepted,).. .-10.00 p.m. (Mon. ex. 6.00 a.m 


WITHOUT CHANGE! 


TICKETS TO ST. LOUIS! 


FIRST CLASS, including Meals: and Berths on a Steamer bet. Peoria and St.  Louls, - $8.00 
SECOND CL ASs, - $5.50 
AN ELEGANT PASSENGER STEAMER 
Leaves Peoria eve mereing Oe St. Louis, upon arrival of .— Express, leaving Chicago daily (Satur- 
day excepted) at 11 00 P. M., from Great Rock Island Depot, head of LaSalle St., arriving in St. 
Louis the following morning, connecting with morning trains leaving the city, and with steamers down 

the River. 
Families Emigrating to Missouri or Kansas, will find this the most desirable and 
cheapest Route, as through Freight Rates for household goods are much lower than all rail routes. 


(2 Connections at La SALLE, with Mlinois Central Railroad, North and South ; at PEORIA, with 
Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; at PORT BYRON JUNC TION, for 
Hampton, LeClaire, and Port Byron; at ROCK ISLAND, with Packets North and South on the Miss 
issippi a 

ee Fi Bm Tickets, and all desired Senaien in regard to Rates, Routes, etc., call 
at the Company’ s Office, No. 37 South Clark Street Chicag: 

P. A. HALL, Asst. Gen, Supt, 


A.M. SMITH, Gen, Pass, Agent. = HUGH RIDDLE, Gen Supt. 








SAN FRANCISCO, | 
And Points in oe and _—_ California; and with Ocean Steamers at San Francisco, for all Points in f 


Railroad Cars 
BY HOT WATER. 


SSX¥EXEX|ESESS||REREET|WN| NSS S-|MHAgJ|TS\_QG@dQW\dlF-FN- S- GME SSAS SI MA-PGFg-'|MFVC'A_SF_'_ MAA. WS 





—_—_ 





Gs. BAKER’S PATENT CAR|WARMER.— One way of Applying tt.oo. OE. 


A very simple, safe and efficient plan for 


Warming Railway Carriages ! 


— BY — 





LEAVENWORTH, LAWRENCE 


— AND — 


GALVESTON Fi. FR. 


OF KANSAS. 


&®" The SHORTEST and ONLY DIRECT ROUTE to the celebrated 
Neosho and Verdigris Valleys of Kansas, and will be opened for business to 
the Border of Indian Territory, ~~ wencened om, 1870. 

ee” TWO DAILY PASSENGER TRAINS EACH WAY, connecting at LAWRENCE 
with KANSAS PACIFIC TRAINS for all parts of the EAST, WEST and NORTH, and at end of Track 
with KANSAS STAGE COMPANY’S Line of Coaches for all parts of 


INDIAN TERRITORY, TEXAS & NEW MEXICO. 


2" Ask for Tickets via L. L. & G. R. BR., for all points South of Kansas Pacific 
Railroad. Freight taken from any part of the East to end of track WITHOUT BREAKING BULK. 


CHAS. B. PECK, M. R. BALDWIN, 
Gen. Freight and Ticket Agent, Lawrence, Kan. Acting Superintendent, Lawrence, Kan. 











CHAS, J. PUSEY, P. 0. Address— Box 5222. EDW’D H. PARDEE. 


Pusey & Pardee, 


74 BROADWAY, NEW YORK. 


American and English Rails, 


LOCOMOTIVES AND CARS FISH-PLATES, SPIKES, &c. 


—SOLE AGENTS FOR— 


Atkins Brothers’ Pottsville Rolling Mills, and G. 
Buchanan & Co., of London. 


a attentien given to filling orders for small T and STREET RAILS, of every 
weight and pattern. 


OLD RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 


HOT WATER PIPES, 


| WHICH RADIATES THE HEAT DIRECTLY AT THE FEET OF EACH PASSENGER WITHOUT THE 
NECESSITY OF GOING TO THE STOVE TO GET WARMED! 


(ee All the finest Drawing-Room and Sleeping Cars in the United States have it, orare adopting it. 
Full descriptive pamphlets furnished on application. 


Baker, Smith c& Co., 
Cor. Greene and Houston Sis, N. Y., and 127 Dearborn St., Chicago. 


Mow RY 


Car & Wheel Works, 


MANUFACTURERS OF 


Railroad Cars, Wheels and Axles, Chilled Tires, 


AND ALL DESCRIPTIONS OF 
Engine, Car, and Bridge Castings, of any Pattern. 
Wheels of all sizes constantly on Hand. 














A. L. MOWRY, President, N. @. GREEN, Treas: and Supt., 
NEW YORK CITY. CINCINNATI, OBIO. 


OFFICES: No. 80 Broadway, New York; No. 69 West 3d Street, Cincinnati, Ohio. 
WORKS: Cor. Lewis and East Front Streets, Ciacinnati, Ohio. 


‘American Compound Telegraph Wire. 


More than 3000 Miles now in Operation, 


| Demonstrating beyond question its superior working meetin. and grost, ability to withstend the 
elements. For Rarroap Lings, connecting a single wire with a large number of Stations, and for I 

| circuits, this wire is peculiarly adapted; the large conducting — city secured by the copper, wi 
other advantages, rendering such lines fully serviceable during the heaviest rains. 











Having a core of steel, a small number of poles only are required, as compared with iron wire con- 
| struction, thereby preventing mach loss of the current from escap? and ver materially reducing cost 
of maintenance. OFFICE AMERICAN COMPOUND TELEGRAPH WI RE CO 


234 West 20th & Street, New York. 
| BLISS, TILLOTSON & CO., Western Agen » 
| 247 South Water Street, Chicago. 





J. E, FRENCH. W. 8S. DODGE. D. W. CROSS. 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOFS. 


Established, 185°. 


No. 211 Superior St. CLEVELAND, O. 


Over 20,000 Cars covered with this Roof! We claim that these 
Roofs will keep Cars dry, and will last as long as the , 
Cars they cover without any extra expense 
after once put on. 


t@” Senp FoR CIRCULARS. 














MANSFIELD ELASTIC FROG COMPANY 





OF CHICAGO. 


| AMOS T. HALL, President, { J. H, DOW, Superintendent. 


Are now prepared to receive and promptly execute outers for RAILROAD FROGS and CROSSINGS 
warranted to prove satisfactory to purchasers 


For DURABILITY, SAFETY and ELASTICITY—being a combination of Steel, Boiler Plate and 
Wood—they are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
the FROG. Orders should be s.ddressed to 


| CRERAR, ADAMS & CO., Gen’l Agents, 
iINo. 18 Wells Street, CHICAGO. 
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HNCAG0 & NORTINTENTERY if. U 


Comprising the PRINCIPAL RAILROADS or eer et from CHICAGO Directly NORTH 
NORTH-WEST a WEST. 


ALL RAIL TO THE P PACIFIC OCEAN! 
Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass | 9:15 P. M. Night Mail. 
10:30 A. M. Pacitic Express. 9:15 P. M. Rock Island Pass. 
10:30 A. M. Rock Island Ex xp./4:00 P. M. Dixon Passenger. 


For Sterling, Rock Island, Fulton, Clinton. Ce pide, Boone, Denison, Missouri Valley Junction, 
Sioux City, Counci) Bluffs and Bann there connecting with the 


UNION PacrFic R. RNR. 


For Cheyenne, pacar Ogden, Salt Lake, the White Pine Silver Mines, Sacramento, San Francisco, and 
all parts of Nebraska, eg New Mexico, Arizona, Wyoming, Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 








FROM CHICAGO Hours. fst Class Fare. FROM CHICAGO py ist Class Fare, 
To OMAHBA.,...... 23 $20.00|To SACRAMENTO 4 enne.es 
% DENVER.,.... 52 70.75| ** SAN ERANCISCO, 5° 118.00 


TRAINS ARRIVE E:—Night Mail, 7.00 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express, 
3:50 p. m.; Rock Island Express, 3:50 p.m; Cedar Rapids Passenger, 6:50 p. m. 


FREEPORT LINE. 
9.00 A. M. & 9.45 P.M. & Belvidere, Rockford, Freeport, Galena, Dun- 


leith, and St. Paul. 
4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 
5:50 P. M., Junction Passenger. 


TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m., 3:00 p. m.; Rockford Accommodation, 
11:10 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Junction nger, 8:10 a. m.; Lombard 
Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


2 Trains leave De ot cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 


10. 00 A, M.” "chien, 4 ng ye a ag PF 


Tosse. 
Paul, and ALL POINTS ON THE UPPER MISSISS SIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, 
Neenah, Appleton, and A aah. Bay. 


3.00 P. M.. Janesville Accommodation. 
5. 00 P, NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Sieneenta 
UPPER MISSISSIPPI RIVER Ripon Berita’ as d'du Lac chicos. “Ms ih yee oa Uae, 
Ss i r ond du e ton, 
and THE LAKE SUPERIOR COUNTRY. ” tion Green — 
5.30 P. M., Woodstock Accommodation. 
6:20 P.M., Barrington Passenger. 
TRAINS ARRIVE :—5:30 a. m., 7:45 a. m., 10:10 a. m., 1:00 p. m. and 7:15 p. m. 


MILWAUKEE DIVISION. 








WD TRMls. wos ev scccce cesbectebscnccsscegy sbbeasbeetebecssccbasiesckte 8:00 A. MI. 
Emaar. Sun.) = gy Kenosha, Racine and Milwaukee,....10:00 A. MI. 5:00 P. Mi. 
EE EEE TRRAMMIETEs <<a. aua<s<cccsn-cccsvecsececcsaseen-oceeens- 11:40 A. Mi. 
HIGHLAND PARK PAS SENGE SRE Hie Cosy eg RRR 1:30 P. M. 
MILWAUKEE Ee ODA TION with Slee leaping Car attached.............- 11:00 P. M. 
EVANSTON Pointe gt od ot al (Daily,) from Wisconsin Div. De 1% arene eae 30 P. M. 
KENOSHA ACCOMMODA Ng) A undays exce aoe) from Wells St. Depot..... 4:15 P. M. 
AFTERNOON PASSENGER ilwaukee Div. — pie eeSekienccesgnns> 5:00 P, M. 
WAUKEGAN FASEMODAXION, (except Sundays) from Wells St. ae pews 5:25 P. Mi. 
WAUKEGAN PASSENGER, (Sundays excepted) from Wells St. Depot........... 15 P. Mi. 


TRAINS ARRIVE :—Night Accommodation, with —w Car, 5:00 a. m.; Day Express, 
4:30 p. m. Milwankee Mail, 10:15 a. m.; Afternoon Passenger, r] .m.; Wauke an Accommoda- 
tion, 8:25 a.m.; Kenosha Accommodation, 9:10 a.m.; Evanston Accommodations, 1.50 and 4.00 p. m.; 
Waukegan Passenger, 7:55 a.m.; Highiand Park Passenger, 4.00 p, m 


PULLMAN PALACE CARS ON . ALL NIGHT TRAINS. 


urchased at all P rincipal Railroad Offices 
THRO UGH T ICKETS x East r? South, and in Chicago at the Southeast 
corner 0 e and C! treets, and at the nger Stations as above. 
H. P. STANWOOD, GEO. L. DUNLAP, 
- Gen. Ticket Agt. Gen’! Supt. 





Pan=-EHandale 


—— ABD — 


Penna Gentral Route East! 


s@ SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO - a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JANUARY ist, 1870, Trains for the East will run as follows: 
[DEPOT CORNER CANAL AND KIBZIE 8TS., WEST SIDE. ] 


6:45 A. M. NEW YORK EXPRESS. 


(SUNDAYS EXCEPTED.] Arriving at 


CoLuMBUS “a +% ¥.| HARRISBURG.. ot 9 M.| New Yor«.. 
Prirrssuren.. 





a . M. ig ee ON 


IGHT EXPRESS. 


7:45 P. M. N (SATURDAYS EXCEPTED.) Arriving at: 


CoLumBus:. .11:10 A. M. | Harrispure. - 5:20 A. M.| New York... .12:05 P. M. | Wasuineton. 1:00 P. M- 
PrrrspureH.. 7:05 P. M.| Paruapsipxt,9.40 A, M., Bautrwors... 9:00 A. M.| Boston....... 11:50 P. M- 


Woodruff’s Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrrnovr Cuanes! 


OMLY OWE CHANGE 70 NEW YORK, PHILADELPHIA, OR BALTIMORE | 


TRY THE NEW ROUTE. FARE AS LOW AS BY OTHER LINES. 


CINCINNATI & LOUISVILLE AIR LINE SOUTH. 


42 Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville. 


——— FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 
Columbus, Chillicothe, Hamilton, Wheeling, Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 
ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 
AND ALL POINTS SOUTH. 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH va CHANGE OF CARS! 


<5 A. MW = |" 


--10:00 P. M. 








os 
(Sundays excepted) Arriving (Saturdays excepted.) antes at 
LOGANGPORT......cccccccccccccescecs ces “om RO. Bee | BRGAMIIEIB a 00 - coccccccccess ccoccccccs 1:39 A. M, 
TOROS... cicccccccccccccececeeccessces BOG. | GME 5 00ddcccccccns chosbeseodeoboce 2:49 A. M. 
CRNCTNMATE. 000 cccrccccccccccccccccvcccs CeGD P. BE, CRMORMMATEs 0000. cccccsecscccrcccccecocce 10:00 A. M, 
ERBEAMAPORED 2000000 ccescces ccccececce 4:30 P.M. INDIANAPOLIB.... 200-0000 scesceceeeeees 6:00 A. M, 
MOUIBVIEEB. cc ccccccccccccscccscccccccce SERED GA, Bis | MIU 5s 0 0606000000060000080800000 3:20 P. M. 
Lansing Accommodation: Leaves 3:45 P. M. Arrives 9:15 A. M. 


PULLMAN’S PALACE SLEEPING CARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 





™ Ask for Tickets via COLUMBUS for the East, via HAGERSTOWN for Cincinnati 
and via KOKOMO for “a Olis, Louisville and ints South. Tickets for sale and 
Sleeping Car Berths secured at 95 RANDOLPH STREET, OHICAGQ, and at Principa 


Ticket Offices in the West and a ds 
WM. L. O’B I. S. HODSDON, 
Northwestern Pass. Agt., Chicago. 





Western Union Railroad. 


MILWAUKEE & CHICAGO DEPOT, 
MILWAUKEE, 





CHICAGO & poseee tas DEPOT, 
CHICAGO: 


THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


— TO — 
Beloit, Savanna, Clinton, Pt. Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Iowa. 
FRED. WILD, D. A. OLIN 


Gen. Ticket Agent. Gen. Superintendent. 


CRERAR, ADAMS & CO., 


Railroad Supplies! 


CONTRACTORS’ MATERIAL. 
ll and 13 Wells Street, 


CHICAGO, ILL. 




















Manufacturers of IMPROVED HEAD-LIGHTS for Locomotives, 
fand and Signal Lanterns, Car and Station Lames, Brass Dome 
—," Dome Mouldings, Cylinder Heads, and Trimmings, of 








KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


—— TO —— 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 
Montana, Nevada, California and Northern States of Old Merico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Hannrpat & St. Joszrn and Norts Missour 
RariRoaps, at KANSAS CITY, and with Mrssount Pactric Rarinoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 
HARKER, HAYS and CARSON. 

Pullman’s Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Hours. 


wen & Co.'s Four-Horse Concord Coaches leave Carson daily for Denver, Central City, George- 











Southern Overland Passenger Express and Mail Coaches leave Carson daily for Fort Lyon, Pueble 
Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 


Ask for Through Tickets via Kansas Pacific Railway, ‘‘ Smoky 
Hill Route. Freight and Passage Rates as Low and Time as Quick as by any other Ronte. 


R. B. GEMMELL, Gen. Ticket Agent A. ANDERSON, Gen. Supt. 
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THE FAVORITE THROUGH PASSENGER ROUTE! 








Chicago, Burlington & Quincy 


RAILROAD, AND CONNECTIONS. 


& THROUGH EXPRESS TRAINS DAILY, 


FROM CHICAGO Days, ist Class Fare, 
To DENVER, - - 2% $70.2?" 
‘$7. JOSEPH, - 21 19.50| ** SACRAMENTO, 4% 118.00 
‘© KANSAS CITY, - 22 20.00| * SAN FRANCISCO, 5 118.00 


Trars LEAVE Cuicaeo from the Great Central Depot, foot of Lake Street, as follows: 


BURLINGTON, KROKUK, COUNCIL BLUFFS AND OMAHA, 
TiO A,,1 \ , MAM, AND EXPRESS, (Dally xcept Sunday )etopping a 


mitral for Amboy, Dixon, Freeport, Galena, Dunleith, Dubuque, LaSalle, 


FROW CHICAGO Hours, 1st Class Fare, 
To OMAHA, - - 23 $20.00 








El Paso, Bloomington, &c., &. 


PAC SIF IC S, (Daily except Sunday,) stopping 
erside, Hinsdale, Aurora, Leland, Mendota, Prince- 
a Roc ie Crossing, A: ‘ewanee, Galva. Galesburg, and Monmouth, between Chicago and 


Burlington. PULLMAN PALACE DRAWING ROOM CAR attached to this train daily 
from Chicago 


TO COUNCIL BLUFFS AND OMAHA, WITHOUT CHANGE! 
Le 3Q.F anda Ey vine cede tataue vet ee yasente ed Bete ae 


etween Chicago and Burlington 
this train from Chicago to Bs ae ff x + change! This isthe only Route between 


PALACE SLEEPING CAR are attached to 
CHICAGO, COUNCIL BLUFFS & OMAHA, 


—— RUNNING THE CELEBRATED —— 


Pullman Palace Dining Cars! 


The Shortest, Best, Quickest and only Route between 


CHICAGO c& BREORKU FE. 


Without nenging ip Sat the Mississippi River / 


QUINCY, NT. JOSEPH, LEAVENWORTH AND KANSAS CITY, 


PACIF , (Daily, except Sunday,) with 
i 1oR FEE , running through from “Chicago 
ANSAS ee ,» Wathout Change! 
, (Daily, except Sunday,) with Pull- 


ME EVE ING 
alace rn gz’ Room Sleeping Car attached, 
fone t rom © icago to QUINCY, WitnoutT Cuanest 


O P. M. NIGHT PRESS (Daily, except Saturday,) with Pull- 
i Ls man Wallace Slee Pye, Car attached from Chicago to 
GAL Uae: 1O Day Coacugs fiom Chicago to QUINLY, Without Change ! 

(2 This is the Shortest, Quickest and only Route between _ ge} 


CHICAGO AND KANSAS CITY, 


WITHOUT CHANGE OF CARS OR FERRY. 
THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 


St. Joseph, Atchison, Weston, Leavenworth, 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y. 
RIVERSIDE & HINSDALE ACC OWMODATION.7:00 pe M. 1: wt | ye P.M. 


local Trains Leave\ Beat srasseeshe cs Bear 


Trains Arrive :—Mail and Express, 3:45 p.m.; Atlantic Exp., 4: => m , exceptSunday; Night 
Exp, 9:05 a. m., except Monday; Mendvta Passenger, "10:00 a, m.; Aurora ‘assenger, 8:15 a. m.; Quincy 
Passenger 7:30 P, M.; Riverside and Hinsdale Accommodation, 6:50 and 9 a. m. and 5:30 p. m., except 
Sunday. 

Ask for Tickets via Chicago, poor ye ry, & Quine Railroad, which can be ob- 
tained at all principal offices of connecting roads at Company's office in Great Central Depot, Chica- 


go, at as low rates as by any other route. 
ROB’T HARRIs, SAM’L POWELL, E. Ay PARKER, 
as ore _— West. Pass. Agt., 
CHIC 


Gen’l Sw —— dent. 
CHICAGO. AGO 











ta" PASSENCERS COINC WEST! “ea 


To Missouri, anges, Nebraska, Colorado or New Mexico, Should 
Buy 'Tickets via the Short Route 


HANNIBAL & ST. JOSEPH R. R. EINE. 


Three Express Trains from Quincy or Macon to St. Joseph, 
——ALSO DIRECT——— 


‘To Hansas City 


er WwITHouT CHANGE OF CARS! 2 











CONNECTIONS ARE CLOSE AND DIRECT FOR 


ATCHISON, WESTON & LEAVENWORTH. 


CONNECTIONS: 


AT KANSAS CITY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley 
Junction City, Fort Hays, Sheridan, &c. 

AT K .NSAS thay with Kansas City, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib- 
son. Galveston. 

AT ST. JOSEPH, with St. Joseph & Council Bluffs Railroad, ALL RAIL from St. Joseph to 


Nebraska City, Council Bluffs & Omaha. 


AT A gn to = Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara 
mie nton 
AT COUNCIL BLUFEBS, for Sioux City, all Rail. 


{2 By this Line, passengers have choice of Overland Routes, either via Smoky Hill or Platte Route 
To Denver, Central City, Salt Lake, Sacramento, California and all points in the Mining Regions. 


Daily Overland Coaches via Smoky Hill Route leave Sheridan, end of U,P.B.R,, for Santa Fe and New Mexico, 








Through “"Tekets for Sale at all Ticket Offices. 
P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, Gen. Supt. 
HENRY STARRING, Gen. Agent, Chicago. 


Old, Reliable, Air-Line Route! 


HGAGO, ALTON &: ST. LOUIS ff. 


SHORTEST, QUICKEST AND ONLY DIRECI ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


—— AND — 


sT. LOoOuUIs 
WITHOUT CHANGE OF CARS. 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 
WITH MORNING AND EVENING TRAINS 


FoR 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 

















(2 TRAINS leave Cutcago from the West-side Union Depot, near Madison Street Bridge._ ggg 


PRPS: BEANE, FMrcit Bamhaya). ocd o.0.ciks cee sides cesccevsccccevccvevcvctecdecs 8:10 A. Mm, 
LIGHTNING EXPRESS, [Except Saturdays and Sundays].................see0es 9:50 P. M. 
NIGHT EXPRESS, [Except Saturdays)............ ..ccccccccccccccccscccccccesess 6:00 P. ME. 
JOLIET ACCOMMODATION, [Except Sundays]............. ccc cceeeee serene 4:40 P. M. 
JACKSONVILLE EXPRESS, [Daily].............006 cecececcccecs ener ce cesses: 6:00 P. M. 


Trains arrive at Chicago at 8.00 P. M., 8.30 A. M. and 6:00 A. M. Joliet Accom., 9.40 A. M. 
This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 


Pullman's Palace Sleeping and Celebrated Dining Cars ! 


BAGGAGE CHECEHED THROUGH. 
Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 
~ pot, corner of West Madison and Canal streets, and ai all principal Ticket Offices in the United States 
Canada. Rates of Fare and F reights as low as by any other Route. 


A. NEWMAN, Gen. Pass. Agent. 


North Missouri R. R. 


PASSENGERS FOR 


‘KANSAS AND THE WEST, 


ARE REMINDED THAT 


THE NORTH MISSOURI R. R. 
comm 2B came 


11 MILES SHORTER than any other Route! 


BETWEEN 


St. Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


— AND —- 


<L© MILES SHORTER TO ST. JOSEPH! 


THAN ANY OTHER LINE OUT OF ST. LOUIS. 


J. C. McMULLIN, Gen. Supt. 











sa>- ThreeSThrough Express Trains Daily ! “@a 


Pullman's Celebrated Palace Sleening Cars on all Night. Trains ! 


we” FOR TICKETS, «1 at = Railroad Ticket Offices, and eee that you get your Tickets 


via St. Louis and North Missouri a road 
M. DAVIES, S. H. KNIGHT, 


C. Ne PRATT, bo G J. t e al 8 
Gen. East’n Agt., 111 Dearborn-st. eneral Passen Agen ener: bt ntendent, 
CHICAGO. ST. LOUIS. ST. LOUIS. 











Pacific Railroad of Missouri. 





THE MOST,DIRECT AND RELIABLE ROUTE FROM ST. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


sa" WITHOUT CHANGE OF CARS! “@a 


Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 
Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fort Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WEST! 


At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 
Quincy, Bolivar, eevee Be Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, Fort 
Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
Baggage Checked Through Free! 


THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cana- 
das. Be Sure and Get your Tickets over the PACIFIC R. BR. OF MISSOURI. 


Ww. B. HALE, THOS. McKISSOCK 





Gen. Pass. and "Ticket Agt. ral Su tendent. 
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Sixty-One Miles the Shortest 


Line! Only Thirty Hours! 


— FROM — 


CHICAGO TO NEW YORK. 





ittsburgh, Ft.Wayne & Chicago and Pennsylvania Central 


IS THE ONLY ROUTE RUNNING ITS ENTIRE TRAIN THROUGH TO PHILADELPHIA AND NEW YORK, AND THE ONLY ROUTE RUNNING 


THREE DAILY LINES OF PULLMAN’S DAY AND SLEEPING PALACES, 


—- FROM CHICAGO TO — 


[TTSBURGH, HARRISBURG, PHILADELPHIA & NEW YORK 


we wWwWIiITHou’nr 


CHANGE ! “ea 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCEH, NEW HAVEN, 


HARTFORD, SPRINGFIELD, 


WORCESTER AND BOSTON! 


And the Most Direct Foute to Washington City. 





"rains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows: 


















LEAVE: | Mail {Fast Express. | Pacific 44 Night Exp. |, .. oe 
I nanss aie eeenil 6.40 A. M.| 11.00A.M.| 5.15 P. M.| 9.00 P, M. eee = 
PLYMOUTH........0cceee coeeseeeees | 10.46 200 P.M.s. 910 * 2.13 AMS HS 

ORT WAXNE........++-+-+-++0-0+. 2.00 P. M. 3.55 * | 11.30 “ |p 530 “ [Raa ie 
4.24 5.30 * | 195 AM) 8.10 “ [Bet ose 

5.40 6.28 “ 248 * 940 “ | 4 

6.00 A. M./s. 8.00“ | 4.30 “ |p.12.05 P.M. -nO3 

642 835 “ | 5.00 * wa | 85S 

905 “ | 1000 * 645 * 9.27 “ O25 

6 «| ine |p sao | 8b5 ie Va 

1p.205P. yg! 1.154.M.) 10.52 “ | 60a “ | Southn Brp, 

IRGH oo 2.50 “ | 1245P.M./s. 7.50 “ | 5.304 
BLAIRSVILLE BRANCH............ | 6.05 % 434 “ | Q49 9.54“ 723 « 
JOHNSTOWN at = % 518 “ | gaz 10.42 “ | 803 “ 
CRESSON... 8% 6.04 “ | 438 * 11.43 “ 9.04 
ALTOONA.. 05% |p. 700 Ie, 545 12.35 A. M.'p.10.05 
HUNTINGDON. ...........cccccceees 21% 8.06 * 7.04 145 “ | 3114 
LEWISTOWN 44% 9.10 * 8.23 2.59 “ | 1295P.M 
HARRISBURG 10 11.13 “| 1045 “| 5.20 “ |p, 250 
LANCASTER 40 1227P.M.) 12154.M.) 7.00 * 4.10 * 
DOWNINGTON. ..........ce0cceeeees .00 1.37“ 140 “ |B. 816 5.35“ 

ARRIVE: 

PURE ADMIIPTIER,. 4 o0.0.os.c.00 0sseceee | 630 « 245 310 “ 940 “ | 7.00 « 
NEW YORK, via PHILADELPHIA...... 10.41 “* 6.00 * 643 * 1.00 P. M.) 10.26 =“ 
NEW YORK, via ALLENTOWN. salt .cbetesee CED «Lo ccgcccovcces p> > ( aaaeaer 
BALTIMORE...... 245 “ 420 “ 9.00A.M.) 7.00 * 
WASHINGTON.. | 690 * 5.50 1.00 P. M.| 10.00 * 
INS cs cin na ski scieancnbanciel 19.00 PM| 5.50A.M.} 6.05P.M.) 11.50 * |. ........... 











THE ST EXPRES Leaves Chicago daily, except Sunday i the entire Train, 

gage, Day and Palace Cars—RUNNING THROUGH from Ch)- 
cago to NewjYork, via MantuaJunction ; jeaves Pittsburgh daily, except Sunday: has SLEEPING CAR 
from Crestline to Altoona, except Saturday. This train reaches NKW YORK one hour 
in advance of all other Lines, and ia time to make cloxe connection for 
BOSTON! Noother Route through New York makes it! Arrives in BALTIMORE Five Hours, 
and WASHINGTON Four Hours in Advance of Rival Routes! 


THE PACIFI ) EXPRESS Leaves Chicago and cabana daily, for Philadelphia and 
New York, with PULLMAN PALACE CARS from 

— 4% leaves Harris pare for Baltimore daily, except Sunday; ‘has SLEEPING CARS from Chi- 
a to Pittsburgh, and from Altoona to Philadelphia. This train arrives in BALTIMORE Nine 


Hours, and WASHINGPON sevea oara, ia Advance of all other Lines! 


THE NIGHT EXPRESS Hscuch'ey 42, ceaut, 


Leaves Chicag o daily, except Saturday and Sunday; eaqges 

Po egw dal ally, except Santos leaves Harrisburg for : 
imore daily; h BR PALAC on Tuesday, Wednesday and Friday; COMPA MENT 
CAR on Monday and Chursday from ‘Oblong to Pailadelphia and New York; has SLEEPING CARS 
from Cuioege to Crestline, and from Pittsburgh to New York, Philadelphia and oo This train 
reaches BALTIMORE Three Hours in Advance of competing Routes ! 








Leaves Chicago daily, except ote stopping af all Stations, and osching 
Crestline the same et (where passengers can transfer to Day I 
leaves HE M IL s8 ie next morning, and leaves Pittsburgh daily, except Sunday. LS CEEPIN 
CARs from Pittsburgh to Philadelphia. 





Leaves PITTSBURGG daily, exce 


cept Monday, with 
SILVER PALACE CARS to ’ Philad 


1 and New 
York; leaves Harrisb elphia e 





THE SOUTHERN EXPRESS 


except Sunday. 





BOSTON AND NEW ENCLAND PASSENCERS will find this Route especially Desirable, as it Cives them an 


opportunity of Seeing the FINEST VIEWS 


AMONC THE ALLECHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost ! 


All New England Passengers holding Through Tickets, will be 


Transferred, with their Baggage, to Rail and Boat Connections im 


INEW YORK, WITHOUT CHARGE. 


Close Connections Made at Lima for all Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


And at CRESTLINE, for CLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R. R. 





THROUGH TICKETS FOR SALE AT THE COMPANY’S OFFICES, N.W.COR. RANDOLPH & LASALLE ST., 


65 and 52 Clark St., Cor. Randolph and Wells St., (ander the Briggs House,) and at Depot, Chicago; also at Principal Ticket Offices in the West. 


F. R. MYERS, Gen. Pass. and Ticket Agt, P, & F. W. R’y, Chicago, 


W. 0, CLELAND, Gen. Western Pass, Agt, P. Ft.W. & 0, B’y, Chicago, 


T. L., KIMBALL, Gen. Western Pass, Agent, Penn. Central R. R., Chicago, 








Waar 1s SaIp OF THE RAILROAD GAZETTE. 





“ Every man who is at all interested in railroads 


“ lication i int of 
yy oor would TY well to take the Gazerrs.”—Jackson- 


appearan: 
and, as it always has been, is now a —_,, — 


esting and accurate journal, See edited in its va- | ville (1U 
rious departments. ur scissors have | ‘It to be ‘in many features the best 
journal o class now extant.""—New York Oficial 


wandered over its columns “* on ‘atime and oft,” 
and always with eas results."’—Buffalo Com- 
mercial Adver' 


“An impartial and independent journal, valuable 
“The news “0 very full, the discussions arecon- | to every railroad man."’—Aurkersb urg (W. Va.) 
ducted in good temper and with excellent infor- | Zimes. 
mation. To judge from this first number, the con- “It must prove a very valuable paper to stock. 
ductors of the Gazette know what “ railr ng’’ | holders and those who are interested in railroads.” 
is, and what a proper weekly journal should be.” —New York Globe. 
—New York World. ‘* Unquestionably the best railroad ournal inthe 
** One of our most valuable exc * * */ United states.— Waukegan (Ill.) 
Its columns teem with reliable information Of) «me pest informed railwa hewepaper publish- 


great benefit to railroad men of Ke E section of 
the United States.”—Z 
*“*Fall of information, scie ntific and general, 
with regard to railroads all over the countey, their 
eaeeanien, operation, etc.”"—Rochester Caroni- 


ed in the West.”—Aurora (JU.) Beac: 
* A well-edited. r, showin indus and in- 
telligence.”. 7 Amcrioon Railway Senes ad 


“ Well A, the patronave of all intelligent 
railroad nlanasee Gazette, 





A. — Ki 
= eatens with matters connected with railroad- 
ing.” - Holmesburg ( Pa.) Gazette. 


“We it as the best railroad paper out.”"— 
Peoria ‘Nolonal Democrat. 


“ For railroad men and others wishing to keep 
themselves thoroughly posted on railroad matters 
we know of no better paper.” —Madison State Jour- 


“A most valuable thing to the neer and all | « gonal ats 40 om jo 
railway men, the capitalist, traveler, mechanic in appeara’ y technical journal 
and goneral reader.”—Brooklyn (N. Y.) Argus. of America.”"— Atchison Patriot. 


“ As it devotes much attention to Southern rail- 
road and industrial interests, it is always interest- 
ing to Southern readers.” *— Galveston ‘News. 

“ Has always been one of the best pa = 
country for railroad intelligen lligence.” i x 
Commercial and Financial 


“Every railroad man reads the Gazetrs.”— 
(l.) Leader. 
*“*A complete repository of railroad news.”— 
Harrisburg ( Pa.) Patriot. 


“The best journal of its class in the United 
Leader. 





States.”—La 
“Ty respect @ reneuieiies * Promising much for the fature."’"— Detroit Com- 
eustgetic. and go ahead Saty where it is published mercial Advertiser. 
—Otncinnati Railroad Record. “A model of what a railroad newspaper should 
mf A A railroads.’ a Marshall — xcelle’ lent Journal for railroad Man- 
80 0 use am, “Ane n! men,””—. 
“ Makes a very handsome and is full GOL gras interest to avon Delaware 
men.”— 
of valuable matter.”— Chicago Post. (0.) Ganetie. 


Broad Gauge! Double Track 
ERIE RAILWAY. 


ES PRESS TRAINS DAILY! 
From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches! 


dteun e Trains of this Railway are run in DIRECT CONNECTION WITH ALL WESTERN AND 
SOUTHERN LINES, for 


Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburgh, 


NEW YORK, ALBANY, BOSTON, PROVIDENCE, 


AND PRINCIPAL NEW ENGLAND CITIES. 


New and Improved DRAWING ROOM COACHES are attached to the DAY EXPRESS 
Running THROUGH TO NEW YORK. 





@” SLEEPING COA Combining all Modern Improvements, 
wi ports Ventilation and ‘the peculiar ments for the comfort of Passengers incident to the 
AD GAUGE, accompany all night to New York. 


wo hours lor Western tre 


All Trains of Saturday run directly Through to New York. 


@” Ask for Tickets via Erie Railway, Which can_be procured at 66 Clark Street, 
Chicage, and at all Principal Ticket offices in the West and Southwett. 


co as Trains on this Railway will, when necessary, wait from 
one to t AR 





A- J. DAY, we. R. BARR, 
eater Passenger Agent, Passenger Agent, New York. 


L. D. RUCKER, 
Gen'l Superintendent, New ¥ Wi Chicago. | Gen’! 
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LAKE SHORE 


— AND-— 


MICHIGAN SOUTHERN R.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


waTHOUT CHANGE! 
AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


'{——- BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 


WITHOUT TRANSFER OF PASSENGERS ! <2 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 
Baggage Checked at that Station for all Points East. 











<B. EXPRESS TRAINS DAILY, [Sundays Excepted,] Leave 


Cxtcago from the New Depot, on Van Buren St., at the head of La Salle Street, as follows‘ 


730AM, MAIL TRAIN. 


VIA OLD ROAD AND AIR LINE. SUNDAYS EXCEPTED. 
“TH Leaves 22d Street 7:45 A. M. Stops at ali Stations. Arrives—Toledo, 6:20 P. M. 





11:30 A, M. SPECIAL NEW YORK EXPRESS, 


-A AIR LINE, SUNDAYS EXCEPTED. 


Leaves—Twenty-Second Street, 11:45 A. MI. Arrives—Elkhart, 2:55 P. M.; Cleveland 10:40 P, 
M.; Buffaio, 4:10 A. M.; New York, 5:30 P.M. ; (Chicago Time) Boston, 11:45 P. M. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE ! 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N.Y. Central R. R. 
Only Thirty Hours, Chicago to New York! 


515 PM. ATLANTIC EXPRESS (Daily), 


VIA OLD ROAD. 





Leave—Twenty-Second Street 5:30 P.M. Arrives—Laporte, 8:10 P. M. (Stops 20 minutes 
for Supper): arrives at Toledo, 2:50 A. M.; Cleveland, 7:25 A. M. (20 minutes for Breakfast); arrives at 
Buffalo, 1:50 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Ceach 
running Through from Bochester to Boston Without Change, making but One 
Change between Chicago and Boston. 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 


THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! - Arrives 
at NEW YORK, 6:40 A. M. 








9:00 P, M. INNIGHT EixPRESS 


VIA AIR LINE. (DAILY EXCEPT SAT. & SUN.) 


Leaves—Twenty-Second Street, 9:15 P. MI. Arrives—Toledo, 6:00 A. M. (20 minutes for 
Breakfast); arrives at Cleveland, 10:35 A, M.; Buffalo, 5:30 P.M.; New York, 11:00 A. M.; Boston, 
3:50 P. M. 





KALAMAZOO DIVISION. 


Leave Chicago 7:30 A. M. Arrive at Kalamazoo 8:15 P. M.; 
Grand Rapids, 8:15 ‘P. M. 


Leave Chicago 9:00 P.M. Arrive at Kalamazoo 4:40 A.- 


M.; Grand Rapids, 10:00 A. M. 


Elkhart Accommodation leaves Chicago, 3:30 P.M, Arrives 
at Elkhart, 8:30 P. M, 





tw There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 


(@ Travelers who wish to SAVE TIME and make SURE CONNECTIONS, 
purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y. 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND 
BUFFALO, WITHOUT TRANSFER, and in Direct Connection with NEW YORK | 
CENTRAL RAILROAD and ERIE RAILWAY. 


General Ticket Office for Chicago, No. 56 Clark Street, 


CHAS. F. HATCH, F. E. MORSE, 
Qeneral Superintendent, CizvELaND, Ono. General Western Passenger Agent, Curcago. 





TWLINOIS CENTRAL RATLROAD, 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 


ST. LOUIS AND CHICAGO THROUGH LINE. 


9:30 A.M. DAY EXPRESS, Sunda ays B: Excepted. 


Arriving in ST. LOUIS at 10:15 
@S™ This Train Reaches St, Louls ONE HOUR & FIFTEEN MINUTES in Advance of any other Route! “jag 


r FAST LINE. Saturdays Exoe 
a | i yi opted 


Arriving at ST, LOUIS at 8:00 A. 
AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


——Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 














CAIRO MAIL, , 
9:30 A MM. 0 eins both nme ake M., Ho, Sundays Excepted. 9:40 A. M 





8:30 P. M CAIRO EXPRESS, Except Saturdays. 


J rw at Cairo 3:15 P. M., 
. New Orleans 1:30A. M. aie Memphis 2:30°A. M., Vicksburg 5:00 P. 


»* 
4:45 Pp, MW, CHAMPAIGN PASSENGER, 


Arriving at Champaign at 11:15 P. M. 
" THIs IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE, 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 
And all Parts of Texas. 


 NOTICE.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS Q.UICEER than any other. 








THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & BVANSVILLE. 


Peoria and Keokuk Line: 
9:30 A, M, KEOKUK PASSENGER, Sun. Excepted. 


8 Arriving at Ghenes 3:15 P. M., El Paso 4:05 P. Peoria 5:40 P. M., 
Canton 7:14 P. M., Bushnell 8:59 P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 


9:30PM KEOKUK PASSENGER, 0n Saturdays, 


5 at ay will leave at 4:45 P. M. Asvivin at Chenoa 3:35 A. 


M., El Paso 4:25 A. M,, Peoria 6:05 A. M., Canton 7:36 A. M., Bushmell 9:25 A. M., Keokuk 
12:05 P, M., Warsaw 12:40 P. M. 








THIS IS THE DIRECT ROUTE TO 


PEORIA, CANTON, KEOKUK, CHATSWORTH, FAIRBURY, 


CHENOA, EL PASO, BUSHNELL, HAMILTON, & WARSAW, 


Connecting at PEORIA for {* 


PEKIN, HAVANA, BATH AND VIRGINIA. 


—CONNECTING AT KEOKUK FOR— 


Ottumwa, Eddyville, Oskaloosa, Pella, Monroe, Des Moines, 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 








t# SPACIOUS a FINE SALOON CARS, with all Modern Improvements, 
Run upon all Train 


BAGGAGE CHECKED THROUGH TO ALL IMPORTANT POINTS. 


G@ For Through Tickets, Sleeping Car Berths, Che and information, apply at the office 
| of the Company in the Great Central Depot, foot of » Paeerge -~ 


Hyde Park and Oakwoods Train. 


. Pe ARRIVE. 
| HYDE PARK TRAIN,. 2600 AM, Was | uxpE E PARK TRAIN,. ..#8:00 P *5:15 P. M. 


HYDE PARK TRaIN... 200 A.M. *15 A.M: | HYDE PARE TRAIN. *G10P ME RS PAL 
HYDE PARK TRAIN,.. *1:10P. M. #1:80 P.M. | m 


W. P. JOHNSON, Gen. Pass. Agent.' M. HUGHITT, Gen. Supt. 
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1870. 


Great Central Foute! 


1870. 





SPHED! COMHORT! SAFETY! 





MICHIGAN CENTRAL and GREAT WESTERN ‘RAILWAYS | 


The Great Central Route, via Niagara Falls, to 


NEW YORK AND 


NEW ENGLAND. 


Pullman’s Magnificent Palace Drawing-Reom Cars, 


——— 2 ee, 


CHICAGO TO NEW YORK CITY, WITHOUT CHANGE. 





ya © PASSENGER TRAINS LHAVE CHICAGO, DAIIsY “EXCEPT SUNDAY. 


(DEPOT, 


O:00 A. 


(SUNDAYS EXCEPTED.) 


FOOT OF LAKE STREET,) as Follows: 


ME. MAIL TRAIN. 


Arrives DETROIT at 5:40 Py 


Stops at all Stations. 


11:30 A... M.. See eect tancen bene ene Penton tana eee Et 


(SUNDAYS EXCEPTED.) 
BOSTON, ii: 50 P. M. 


don 12:05, M. Hamilton 2:35 A, M 
Ge” This train ccna at ROCHESTER (7:00 A. M.) with 


-; Toronto 9.20, Suspension Bridge 3:55, Rochester 7:00 A. M,; 


Albany, 2:00 P..M.; NEW YORK, 6:25, 


Wwaener’s Magnificent Palace Dravving: Room Cars! 
tae" RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE! 3 


O:15_ P. 


(DAILY.) 
A MAGNIFICENT DRAWING- ROOM SLEEPING ' 


; Hamilton 11:40, Suspension Bridge 1:30 P. M 


GAR is attached to this train daily, 


M.,ATLANTIOC, EXPRESS. 


an City, 7:18 P. M.; Niles 8:30 P. M. [Suppe 
Rochester § 5: 
ROM Me 


a ay 10:25 P. M.; Jackson Detroit 3:40, London, 8:35, [Break. 
Albany, 1:30 A. M.; NEW YORK, ‘aad A. M LM 3 BOSTON, 11:00 A. M, 


HICAGO wey NEW YORK CITY. The celebrate 


@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “wa 
(™ These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGE, make this Train the favorite Train for all points East. 
SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 


tion through. A SLEEPING CAR is attached at Rochester at 5.20P.M., running through to Springfield, Mass., thus avoiding - 
transfer at Albany. Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 


Trains up and down the Cognecticut. 


9:00 P. 


(SAT. & SUN. EXCEPTED). don, 1:45 P Hamilton, 4:35; Toronto, 9:35; 
Albany, 6:30 A. M.; NEW YORK, 10:00 A. MI.3 BOSTON, sae P. M. 


M.,. NIGHT , EXPRESS. 


11:08 P. M.; Niles, 12:25 A. M.; Kalamazoo, 
Niagara 


Marshall, 3:12; Jackson, 4:25; Grand Trank Jonette, 7:00; Detroit, 7:30; fae 
Falls, 6:15 ; a eaitalo ni P. M.; Rochester, 9:10; Syracuse, 12:25 ; Rome, 1:55; Utica, 2: 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICACO TO DETROIT, 
And from Suspension Bridge to New. York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS of this FIRST-CLASS LINE TO THE EAST ! 


t@ FOR THROUGH TICKETS, and any and all information, a, 
Great Central Depot; also at No. 60 Clark street, under Sherman House; at 
53 Clark street, and at office under Briggs House. 


H. E, SARGENT, Gen. Supt. M.0.B.R. 


Car accommodations, &c., a 
rand Trunk Railway Office, 


W. K. MUIR, Gen. Supt. Gt. Western R. W, 


“pp _o at General Office in Tremont House Block, at .office in 
lark street, or at New York Central Railroad Office, No. 


HENRY 0, WENTWORTH, Gen. Pass, Agt, 











CHICAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


Via 


VIA MICHIGAN CENTRAL RAILROAD. 


THE ONLY ROUTE TO 


TO LOUISVILLE, WITHOUT CHANGE OF CARS. 


TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows : 
. MORNING EXPRESS. 
9:00 A. 


oAriveg LaFayette, 2:25 P. M.; Indianapolis, 6:00 P. M.; Lonisville, 
(Exczpt SunDAY.) : 


4:30 P. 


(Excrrt SaTurpay.) 





AFTERNOON EXPRESS. 


Arriving at Michigan City 6:20 P. * eas ae LaFayette, 11:30 P. M. 
* indianapolis, 2:15 A. M.; Nashville, 4.00 P. M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 


w sP IAL NOTICE pata Train stops at Michigan City for Su 
sean hp tg So Ani ros Ra ing ng at 
OU an as mui ime in e, can et i. 
on Osetral Atle on wihest fail at Michigan City, with above Thro an 





Central Atlantic Express, and conject 
xpress. 


pelea THE GREA T BRIDGE ACROSS THE OHIO + Louisville being completed, 
THROUGH TICKETS, via this line, apply at offices of connecting lines and at all 


Louisville 


t teks 


HENRY C. WENTWORTH, Cen. Pass. Agent. 





Michigan Central R. R. 


LOCAL CONNECTIONS $ 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
5:00 A.M. anp 4:30 P. M. Trains from Chicago Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R. 


Open toe Grand Rapids. 
Trains from Chicago Connect at Kalamazoo, 


Peninsular Railroad of Michigan. 


Open to Charlotte. 
Trains from Chicago Connect at Battle Creek. 


Jackson, Lansing & Saginaw Railroad. 
Open to Bay City, Mich. Passing through Lansing and Saginaw. . 
5:00 A. M. anv 9:00 P. M. Trains from Chicago Connect at Jackson. 


GRAND TRUNK RAILWAY, 


All Michigan Central Trains Connect at Grand Trunk Junction 
— FOR — 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


AND ALL POINTS EAST. 


H, E. SARCENT, General Superintendent. 











11:30 A. M. anp 9:00 P. M. 





5:00 A. M. anp 9:00 P. M. 
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Orrice Gen't Sup’t U. P. R. R. ; 
Omana, Neb., Dec, 16, 1869. 


Hon. T. M. Avery, President National Watch Co., 
Chicago, Ill. 


Dear Sir—During the months that I have carried 
one of your B. W. Raymond Watches, it has not 
failed to keep the time with so much accuracy as to 
leave nothing to desire in this regard. 

For accuracy in time keeping, beauty of move- 
ment and fin sh. your watches challenge my ad- 
miration and arouse my vride as an American, and 
I am confident that in all respects they will compete 
successfally in the markets of the world with simi- 
lar manufactures of oldernations. They need only 
to be known to be appreciated. 

Yours, most respectfully, 
C, @, Hammonn, Gen. Supt. 





Orrice oF Gen’t Sur’t H. R. R. R. 
New York, Jan. 17, 1870. 
M. Avery, Esq., President National Watch Co., 
Dear Sir—The Watch made by your Company, 
which I have carried the past two months, has kept 
excellenttime. I have carried it frequently on en- 
ines. and have been on the road with it almost 
daily. During this time it has run uniformly with 
our standard clock. Truly yours, 
J. M. Toucry. 


2” No Movements Retailed 
by the Company. 


Watches 


eee 









Elgin Watches 





MANUFACTURED BY 


NATIONAL WATCH COMP’Y. 








Penn’ R. R. Co , GEN. Sup’t. OFFICE, | 

ALTOONA, Jan, 19, 1870. } 

?. yn Esg., President National Watch Co., 
Chicago: 

Dear Sir—This Company has purchased and put 
in the hands of its engine-men, eighty ** Raymond | 
movements,”’ which have given excellent satistac- 
tion «nd proved to be very reliable time-keepers., 
In addition to these, quite a number of Elgin 
Watches have been purchased by officers and 
employes of this Company, all of whom have been 
well pleased with the eflicioncy and regularity of | 
the movements manufactured by the National | 
Watch Company. onpenane, | 

Epwarp H. WILLIAMS, 
General Superintendent. 





Cuicaeo, Feb. 17, 1870. § 
T. M. Avery, Esq., President National Watch Co., 
Chicago, IL: 

Dear Sir—It gives me pleasure to state that the | 
two or three Elgin Watches I have at different 
times purchased for presentation have given entire | 
satisfaction, and are highly valued as elegant and | 
correct time-keepers. 

A very large number of your Watches are being 
carried by the Messengeis in the employ of this 
Company, and are giving entire satisfaction, their 


| 
AMERICAN MERCHANTS’ UNION Express Co. l | 
| 
| 





time-keeping qualities being implicitly relied upon. | 
. CHas. Fareo. 


MICHIGAN CENTRAL R. R Co. 


; Lake SHoreE & Micutgan SOUTHERN R. R. 
Curcaa@o, Jan, 15, 1870. 


Cuicaao, Jan, 27, 1870. t 


T. M. Avery, Esq., President National Watch Co.: 
Dear Sir—I have now been carrying one of your 
Elgin Watches, of the B. W. Raymond pattern, for 


T. M. Avery, Esq., President National Watch Co.: 
Dear Sir—[ have carried the Elgin Watch long 
enough to be able to pronounce it a first-rate time- 


| heard no dissenting opinion upon their merits. 


nearly five months, and it affords me much pleasure 
to testify in favor of its time-keeping qualities, in 
which, after this length of time, I have great confi- 
dence. It has from the first run very close to the 
standard time, the slight variation being uniform, 
and susceptible of correction by careful regulation. 
My experience thus far justifies the opinion that it 
is a very safe and reliable time-keeper. 
Respectfully yours, H, E. SARGENT. 
OFFICE OF THE GEN. Sup’r. C. & N. W. R’y, 
Cuicaao, Feb. 16, 1870. 

T. M. Avery, Esq., President National Watch Co.: 


Dear Sir—I have pleasure in expressing my 
opinion of the Elgin Watches, the more so since 
Ido not think there is a better watch made. A 
large number of them are in use by our conductors 
and enginemen, and other employes, and I have 


keeper. I am making a very careful test of its 
performance and will soon give you the results. I 
think it will,show that the West can produce 
Watches equal to to the manufacture of any part of 
the world. Yours, truly, 
E. B. Parties, 
President L. 8. & M. 8. R,. R. Co, 
Orricx Gen. Sup’t Erte Ran. way, } 
New York, Feb. 7, 1870. 
T. M. Avery, Esq., President National Watch Co., 
Chicago, Il.: 

Dear Sir—Having for about three months tested, 
in various ways, the ‘**time-keeping’’ qualities of 
one of your Elgin Watches, I most cheerfally award 
it the praise that it is due. For one month the 
Watch was carried by one of our Locomotive Engi- 
neers, and since | ifferent persons, so that its fall 
value as a time-keeper could be known under 
different modes of treatment. I will 7 say 
that it has given perfect satisfaction, and in my 
inion is as near perfection asI believe it possible 

atch can be made. 

L. H. Rucker, 


Respectfully yours, 
General Superintendent. 








They run with a smoothness and uniformity — 
equal to any other watch I know of, and justify all 
your claims of excellence in manufacture and 
fitting of parts. Yours, truly, 


Gero. L. Dunuap, Gen’l Sup’t. 


0 
a 





+ Business Office and Salesroom of the National Watch Company, Nos. 159 and 161 Lake Street, Chicago. 








«THE RAILROAD TICKET PRINTING HOUSE.” 
Rand, McNally & Co., 


[TRIBUNE JOB OFFICE,] 
THE LEADING 


PRINTERS, STATIONERS, 


ENGRAVERS, 


— AND — 
Blank Book Manufacturers 
¥ IN THE WEST. 


- 


Railroad Printing and Stationery 
a Specialty. 


Consecutively Numbered Railroad Tickets, 
Ticket Cases, Conductors’ Punches, 


DATING PRESSES, CANCELING STAMPS, 
Erc., Erc., Erc. 


49, 51 and 53 Clark Street, 


CHICAGO. 
HARRISBURC 


CAR MANUFACTURING (0., 


Harrisburg, Pennsylvania, 
MANUFACTURE 
Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND atl OTHER KINDS OF 


RAILROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


RAILROAD FORGINGS! 


W. T. Huwprop, Superintendent. 
Writiam CoLpsr, President. 








NEWS DEALERS 


Should Address Orders for 


THE RAILROAD GAZETTE, 


se ee 


The Western News Company, 


CHICAGO. 


AMERICAN BUILDER, 


AND JOURNAL OF ART. 


CHICAGO, 





A Paper For Everypopy. 
Every Architect, Builder and Mechanic 
Should have It. 
Its pegee contain the best and most original 
designs, fully illustrated; and adapted for general 
use. 


The original articles that appear in each number 
of THE BUILDER, together with its Original and 
Beautiful Designs for 


Cottages and Residences, 
make it worth many times its subscription price. 
TERMS :—$3.00 per Year. 
Address 
CHAS. D. LAKEY, 
115 Madison St., Chicago. 


BLISS, TILLOTSON & CO, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SUuoPPpwLi nbs 


Ot Every Description. 


247 South Water Street, 


CHICAGO, ILL. 








THHE RAILROAD GAZETTE. 


A Journal of Transportation. 





Devoted to the Discussion of Subjects Connected with the Busi- 


ness of Transportation, and the Dissemination 
of Railroad News. 





Illustrated Descriptions of Engineering Works and Railroad Machinery and Rolling Stock, 
Contributions from Practical Railroad Men, on the Business of Railroading, 


A Complete Record of Railroad News. 


NEW ORGANIZATIONS. 
PROGRESS OF NEW ROADS. 
ELECTIONS AND APPOINTMENTS. 
RAILROAD LAW. 





ENGINEERING AND MECHANICS. ~ 
TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 
RAILROAD MANUFACTURES. 


The Cream of the American and European Technical Periodicals. 





An Impartial and Independent Journal, Valuable t6 Every Railroad Mat. 





TERMS OF SUBSCRIPTION : 


Single copy, per annum,....................00. $3.00 | Seven copies, per annum, and one to the saat 
Four copies, per annum, 11.00| son who gets up the club........ %, SCaRR ae .00 


CaNnavDa SUBSCRIBERS, twenty-five cents additional. 
Extra Copres, ordered by the quantity, will be furnished at $5.00 per hundred. 
SINGLE Corres, ten cents each. 


ADVERTISING RaTEs will be made known on application. 


Addrese— A. N. KELLOGG, Publisher, 





L. @, TILLOTSOM & 0O., N. ¥. | G. H, BLISS, CHICAGO, 


101 Washington &., Chiceage- 





